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Diesel Railbuses in Service 
ROM February 1, 1858, until October 1, 
1868, the railway from Bedford to 
Hitchin gave the Midland Railway 
access to Kings Cross over the Great Northern 
lines. With the opening of the Midland’s 
own route to St. Pancras via Luton and St. 
Albans the glory departed. Of recent years 
a two-coach push-and-pull steam train has 
made four journeys in each direction. On 
August 11 Alderman A. A. Jones, Mayor of 
Bedford, inaugurated a railbus service over 
this section; at first the Park Royal railbuses 
will operate in steam times on this 16-mile 
route and also on the 22}-mile line to 
Northampton, but from September 15 there 
will be seven Bedford—Hitchin services in 
each direction, at up to 12 minutes less run- 
ning time, while the five journeys each way 
between Bedford and Northampton will 
become 18, with up to 9 minutes lopped from 
the schedule. As Mr. R. L. E. Lawrence, 
London divisional traffic manager of the 
London Midland Region, said on Monday, 
the fast, clean and comfortable railbuses will 
attract many new passengers when the new 
and improved service comes into operation 
next month. The three vehicles used are 
four-wheelers with a 150 h.p. B.U.T. diesel 
engine; the weight is kept down to 15 tons 
and the speed to 50 m.p.h. and they are 
designed to achieve maximum economies in 
running and maintenance. The new cars, 
which ‘seat 46 passengers, are allocated to 

Bedford motive power depot. 





Parking Meters Spread their Ripples 
AVING laid the foundations of a con- 
trolled parking plan for the inner area 
of Central London, the committee 
entrusted by the Minister of Transport with 
this many-sided problem has since been con- 
sidering what to do about cars displaced 
from meter parking zones, which permit of 
only low-density parking. The first meter 
zone, in north-west Mayfair, has been in 
experimental operation for some weeks, and 
by general consent has achieved its declared 
objective, that of lessening the obstruction to 
traffic flow occasioned by indiscriminate 
long-term parking. The committee asked 
the Metropolitan and City of London police 
and the Road Research Laboratory for some 
indication whence these cars came, so that 
accommodation might be found for them out- 
side the meter zone. The replies appear to 
establish with some degree of unanimity that 
most of the day-long parkers in the City and 
West End—perhaps 60 per cent of them— 
hail from the north-west suburbs within a 
74-10 mile radius of Charing Cross. The City 
of London police were more explicit and 
singled out St. Johns Wood, Golders Green, 
Hampstead and Southgate, with some other 
areas. It is worthy of note that all of these 
have direct Underground facilities into and 
across the West End—unlike, for example, 
many south-east or south London suburbs. 
Some will draw their own conclusions from 
these discoveries. In the upshot, the com- 
mittee can only recommend that a number of 
streets in the Paddington, Marylebone and 
Kensington areas be earmarked as free all- 
day parking space for these indefatigable car 
users who cannot or will not find off-street 
parking in the meter zone. Until local 
councils translate talk of off-street parking 
facilities into action, the proposal for under- 
ground car parks in Hyde Park and Green 
Park has again been brought out and dusted. 





Long-welded Rails for Main Lines 
HE decision announced on page 8, to 
install long-welded rails on main lines 
throughout the country reveals the 
success of track experiments which have been 
continuing on British Railways for the last 
few years; in Europe, especially in France, 
considerable mileages have been laid in this 
way. The full extent of the economies in 
installation and maintenance under British 
conditions have yet to be established. Until 
now trial sections of long-welded rails have 
been laid in isolated stretches, and mainten- 
ance gangs have had to maintain normal 
track on either side of the welded sections. 





CURRENT TOPICS 





To provide a suitable length of track upon 
which a complete work study may be carried 
out, both tracks of a five-mile stretch yet to 
be selected on the East Coast route will next 
year be re-laid with long-welded rails. The 
maintenance gangs responsible for this sec- 
tion of the main line will then be re-organised 
to determine the degree of maintenance 
required over a completely equipped length 
of track. The long-welded rails are built up 
in the depots from 60 ft. lengths of standard 
flat-bottom rail, which are flash-butt welded 
into lengths of 300 ft. for conveyance to site. 
Having been positioned in the track the ends 
of the 300 ft. lengths are welded to form 


Son, which provide a total of 3,250 b.h.p. 
with the low engine weight per h.p. of only 
6 pounds. To establish the tractive powers 
available at defined speeds in miles per hour 
the mobile testing units were used. In 
addition to these interesting trials, others 
were made with a dynamometer car and a 
heavy train of coaches, making in all a total 
trailing load of 645 tons, with spectacular 
results. For instance, when running from 
Carlisle to Skipton, the locomotive worked 
this very heavy train over the test distance 
of 82.9 miles at 54.6 m.p.h., maintaining an 
average of 1,943 h.p. at the drawbar. In- 
cluded in this impressive performance was 
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continuous lengths of } mile or more. Usually 
they rest on concrete sleepers to which they 
are secured either by a non-resilient clip in- 
corporating rubber between clip and rail to 
provide resilience, or by a clip made of spring 
steel and therefore resilient in itself. Research 
has shown that the standard of track stability 
required for long-welded rails can also be 
achieved with timber sleepers provided 
additional sleepers and suitable fastenings 
are used. In all cases the rails must be 
securely fastened so as to maintain rectangu- 
larity of the framework of the track against 
buckling tendencies and to reduce movement 
at the ends of the length through expansion 
or contraction due to temperature changes. 
Adjustment switches have been used on the 
experimental lengths laid in Britain to allow 
for the very small expansion movement 
which takes place over the last 300 feet at 
the ends of the long rails. Absence of rail 
joint yields economy in maintenance, and 
rail-end failures are eliminated as well as 
making a contribution to passenger comfort. 





A Powerful Diesel-Electric 
[MMEDIATELY following its completion 
by the English Electric Company in 
1955, the large diesel-electric locomotive 
Deltic was experimentally placed in traffic on 
the London Midland Region of British Rail- 
ways, and later, during August and Septem- 
ber, 1956, underwent a series of particularly 
comprehensive trials on the former Midland 
line between Carlisle and Skipton, the results 
of which form the subject of a locomotive 
test report bulletin recently published by the 
British Transport Commission. A review of 
these tests carried out with the London Mid- 
land Region Mobile Testing Units was the 
subject of an article in our August 9 issue. 
This large locomotive constitutes a notable 
advance in the design of diesel motive power, 
principally on account of the two Deltic 
diesel engines developed by D. Napier and 


the ascent of the 15-mile gradient of I in 100 
from Ormside up to Ais Gill at 56 m.p.h., 
with a minimum of 50, when the power 
measured at the drawbar was held at about 
2,200 h.p. This was, of course, a full power 
trial when both the Deltic engines were giving 
collectively 3,250 h.p. The ability to put up 
such a remarkable performance stamps this 
locomotive as being probably the most 
powerful so far placed in service on a British 
railway. 


Notable Tests for Comparison 
N connection with this notable perform- 
ance and as a means of bringing it into 
greater prominence, it is interesting to 
recall a series of tests carried out in 1937 
between Glasgow and Bristol over the same 
road when one of the L.M.S. three-cylinder 
passenger engines of the 5XP Jubilee Class 
was worked to capacity hauling a 302-ton 
train. With this load, the engine maintained 
precisely the same average speed of 56 m.p.h. 
between Ormside and Ais Gill and in doing 
so averaged 1,054 h.p. at the tender draw- 
bar. Mention may also be made of the fact 
that during this journey the engine suc- 
ceeded in working this train over the 48.4 
miles from the Carlisle start up to Ais Gill in 
48.6 minutes. Including the locomotive, the 
total moving load was 403 tons. Test loads 
of 600 tons are few and far between, though 
one that may be remembered is the trial run 
made with the L.N.E.R. engine Cock o’ the 
North in 1934, when, with a trailing load of 
649 tons, Stoke Bank between Essendine and 
Stoke Box was climbed at a mean speed of 
59.5 m.p.h., and the power output averaged 
1,787 h.p. at the drawbar. Over this dis- 
tance of 10 miles, the rising grades are from 
I in 200 tor in 178. At 60 m.p.h. the engine 
gave rather more than 2,000 h.p. at the draw- 
bar. In order to show how the powerful 
diesel-electric locomotive compares on a 
power output basis with other locomotives 
which have been the subject of tests in- 


augurated by the British Railways, the 
power characteristics presented by the 
specially prepared graph included in the 
review of the Deltic trials are instructive. 
The graph, published on August 9, showed 
at a glance the vast increase in power pro- 
vided by the Deltic design compared with 
the S.R. 2,000 h.p. diesel-electric and three 
notable steam locomotives. 


Reserve Capacity 
HE difference between the normal rates 
of power output and maximum per- 
formance of the three steam loco- 
motives indicates the untapped capacity of 
this form of motive power. In normal 
service a fireman can only cope with the 
steam output required for short periods, but 
the flexibility of the steam locomotive 
does enable it to be ‘‘thrashed’’ and produce 
power far beyond its rated capacity, as when 
a Great Northern Atlantic on a celebrated 
occasion took over an A4 Pacific turn on a 
high-speed streamlined train. The diesel 
locomotive, whatever its transmission will 
work up to its calculated capacity and no 
more, so that the provision of adequate 
horsepower for the duties assumes greater 
importance than ever. The Deltic design is 
clearly an outstanding advance in this diesel- 
electric motive power, provided moreover 
by a locomotive remarkable for its light 
weight of 72 lb. per nominal horsepower, 
based on its full power rating. Such power- 
weight ratios have hitherto been associated 
with diesel-mechanical or diesel-hydraulic 
transmission and lightweight construction, 
such as D8oo, with a 79 lb. ratio. When in 
actual revenue-earning services, the Deltic is 
reported to have given a good account of 
itself handling fast passenger trains, any 
time lost being readily regained. The work 
of the 22 ordered for the East Coast main 
line will be eagerly awaited. The prototype 
has also shown a high rate of availability by 
making as much as “‘approximately 4,000 
miles a week,’’ or, say, 670 miles a day. This 
is an unusually high daily mileage which, 
though it has been equalled in the past, is 
none the less noteworthy. Actually, how- 
ever, the daily mileage locomotives can make 
is mainly dependent on what traffic con- 
ditions will allow and the operating depart- 
ment can roster. This is a point which must 
not be overlooked. It is in fact responsible 
for the relatively large gap often existing 
between locomotive availability and utilisa- 
tion. 





Travel Survey for Los Angeles 
AN extensive survey of the riding patterns 
and habits of daily passengers was 
made by the Los Angeles Metropolitan 
Transit Authority over three days at the end 
of July and beginning of August. Question- 
naire cards were given to all fare-paying 
M.T.A. passengers on those days and boxes 
were provided on each vehicle for their 
collection. The survey was conducted by 
the consulting engineering firm of Coverdale 
and Colpitts, to determine the places where 
regular passengers most often board and 
alight, how they get to the boarding points, 
how they get to the final destinations, the 
routes most frequently used, and the 
passengers’ originating points. On its results 
will depend the type of service to be provided 
by the M.T.A. in the future. Since taking 
over the formerly independent public 
transport services of Los Angeles, in March, 
1958, the M.T.A. has made strenuous efforts 
to encourage car owners to use public 
transport facilities. Two recent innovations 
are a loop service in the downtown business 
district, a sort of Inner Circle bus service on 
which a flat fare of 10 cents is charged as 
against the normal minimum fare of 17 cents, 
and a bus service along the hitherto sacrosanct 
‘Restaurant Row,’’ the name popularly 
given to La Cienega Boulevard because of 
its many fine eating houses. The latter 
service has proved surprisingly successful. 
The former, despite the fact that many 
department stores offer to refund the 1o-cent 
fare to bona-fide customers, has not so far 
achieved any measure of popularity. 












CONA IMPROVES THE JOURNEY 





One ef our catering models 


EXPERIENCED travellers everywhere know that before a journey, 
during the journey and at the end of the journey you just can’t beat a good cup 
of coffee. 


But of course it must be good coffee, real coffee and most coffee 
connoisseurs know that perfect coffee is made the CONA way. 


British Railways know it— that’s why Cona coffee is served in most 
buffets, station restaurants and railway hotels. 


CONA coffee makers are used aboard ships throughout the world, 
in many airports in the U.K., and have recently been installed in the Airport Bar at 
Nairobi and in the Stockholm Central Railway Station. The wonderful new West End 
entertainment centre “Talk of the Town” is equipped with CONA coffee makers. 
The best hotel restaurants and bars will use no other. 


CONA is best because it is the all-glass method of making perfect 
coffee—keeping the coffee free from metal contamination. CONA coffee makers 
ensure swift service, they are economical to install and maintain and extremely simple 
to operate. 

Get all the facts about the wide range of CONA coffee making 
equipment from: 


“CONA” COFFEE MACHINE CO. (ist. 1850) 
FELDEN WORKS RAILWAY PLACE LONDON, 8.W.19 


Telephone: LIBerty 7277/9 Telegrams: Ozonized, Wimble, London Trade Mark 
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... and their numerous classes 


of data processing equipment, such 


as the Powers-Forty, for orthodox punched 


card accounting systems with which 





can be integrated electronic computer 
3 —_— techniques and high speed output printing. 
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leading makers of electronic and 
mechanical data processing equipment ? 


POWERS-SAMAS ACCOUNTING MACHINES (SALES) LIMITED, 
POWERS-SAMAS HOUSE. HOLBORN BARS. LONDON, E.C.1. 
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The Editor is prepared to consider con- 
tributions offered for publication in 
MODERN TRANSPORT, but intending con- 
tributors should first study the length 
and style of articles appearing in the 
paper and satisfy themselves that the 
topic with which they propose to deal 
is relevant to editorial requirements. In 
controversial subjects relating to all 
aspects of transport and traffic this 
newspaper offers a platform for inde- 
pendent comment and debate, its object 
being to encourage the provision of all 
forms of transport in the best interests 
of the community. 
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Roads: A Little Progress 





QYER £108,600,000 was spent on roads in 
England and Wales during the year 
ended March 31, 1957, an increase of 

£100 million on the previous year. This 
figure—which includes contributions from 
Local Authorities—is given in the Report On 
Roads In England And Wales, presented to 
Parliament by the Minister of Transport and 
published by H.M. Stationery Office, price 
6s. net. Altogether 1,247 road improvement 
schemes totalling over {30 million were 
started during the year, including the first 
length of motorway (Preston By-Pass) and 
the Dartford—Purfleet Tunnel. The report 
states that the tunnel is expected to draw off 
about a quarter of the traffic which now uses 
Blackwall Tunnel and a proportion of the 
traffic from other of London’s eastern river 
crossings, thus helping to relieve congestion 
in the dock area. Sidelight on the growth 
of road traffic is the fact that movements 
of ‘‘abnormal indivisible loads’ are now 
of the order of 20,000 a year. About 90 
of these are over 150 tons, or wider than 
20 ft. The growing number of these move- 
ments has necessitated the strengthening and 
reconstruction of bridges on routes between 
the heavy industrial centres and the main sea- 
ports. During the year 14 such schemes were 
in progress. 


Abolition of Road Fund 
(THE report covers the first year since the 
Road Fund was abolished. It also 
covers the first year during which roads 
in Scotland were the responsibility of the 
Secretary of State for Scotland, and it is 
therefore concerned with England and Wales 
only, although certain statistics for Scottish 
roads are given to preserve some measure of 
comparison with previous Road Fund 
reports. The opportunity has been taken to 
reshape the format and contents of the 
report. It is rather larger and more 
informative than the former Road Fund 
reports and includes maps and photographs 
illustrating the expansion of the road 
programme, Details of numerous important 
schemes both on trunk and classified roads 
are given in the appendices. As_ with 
so many Ministry publications its value 
is greatly reduced by the fact that it relates 
to a period of time in excess of fifteen months 
ago. 


Visible Progress 
GINCE the period to which this report 
applies, there has at last been some- 
thing visible, demonstrative of the 
earnestness with which highway construc- 
tion in this country is today being pressed 
forward. There is available sufficient dual 
carriageway over some sections of the Great 
North Road for an appreciable improvement 
in average speed to be attained. A particu- 
larly pleasing feature is the completion, after 
many years during which the works lay 
derelict, of the straightening and doubling 
of the Alconbury Hill to Stilton section in 
Huntingdonshire. There has followed the 
Stilton by-pass, first of the series connected 
with the new works on Ar to be opened, and 
a very large number of other improvements 
is visibly in hand. One of the most dramatic 
of the changes is the projected diversion of 
Ar between Newark and the Doncaster 
by-pass westward to the line of the present 
A614, on which the obstructive level crossing 
over the former Great Central line between 
Retford and Sheffield is being replaced by a 
bridge. The embankments leading to this 
had made very substantial progress by mid- 
summer. The high-speed activity on the 


MODERN TRANSPORT 
AUGUST 16, 1958 


London—Birmingham motorway, which has 
gained on schedule, and on many other 
schemes, from the improved approach to 
London Airport to the substitution of cattle 
grids for time-wasting gates on hill roads in 
the sheep country of Galloway, is enhearten- 
ing to those who have long advocated the 
need for radical treatment of our road 
problems, albeit the task of catching up on 
what ought to be done is a Herculean one. 


More to be Done 
Meck though the present Minister, Mr. 
Harold Watkinson, has done to 
improve the status of the highways 
in the eyes of the Treasury (and it is no 
mean feat to have held the road programme 
intact under credit squeeze conditions) as a 
national investment vital to our well-being, 
he is rather apt to concentrate on the 
industrial north in the view of the supporters 
of an expansionist road policy. The west 
country, with its scandalous delays at 
Honiton, the Tamar crossing and elsewhere 
in the holiday season deserves more atten- 
tion, not especially because of the holiday 
maker but because under present conditions 
public transport by bus is disrupted on 
summer Saturdays (as far west as Helston a 
bus may take 20 min. for the few hundred 
yards between the station and Coinagehall 
Street in the height of the season) and 
because of the substantial industries and the 
agriculture of Somerset, Devon and 
Cornwall. 


Underpasses and Flyovers Wanted 
APPARENT reluctance to embrace the 
benefits of the principles of underpasses 
and flyovers: is also the subject of 
legitimate criticism. That being built at 
Chiswick is still solitary in its grandeur, 
although the Ace of Spades works on the 
Kingston by-pass are about to begin. The 
vital link between the parts of the Cromwell 
Road extension at Hammersmith, which 
should be a flyover, has been submerged in a 
welter of not very satisfactory roundabouts 
and one-way streets. The two-tier section of 
the Great West Road is still far in the future. 
The Hyde Park Corner scheme has been 
authorised after many birthpangs during 
which it was saved with difficulty from 
coming into the world undersized and mis- 
shapen. There seems similar hesitation to 
adapt a short piece of the Kingsway tramway 
subway as an underpass between Waterloo 
Bridge and Kingsway, taking traffic off the 
heavily congested crossing with the Strand. 
The object lesson of the value of city street 
improvements in Brussels may yet stimulate 
us. The unwillingness to spend money in this 
direction is the more remarkable when it is 
seen to be so easily devoted to projects in 
which roads with dangerous three-lane 
Carriageways are painfully rebuilt — still 
with dangerous three-lane carriageways, and 
made more dangerous by insertion of hard 
high kerbs and reduced manoeuvring space, 
There is still plenty of scope for some real 
highway engineering in this country. 





* 
Forthcoming Events 








August 17.—Omnibus Society (Midland and North Western) 
Visit to Potteries area independent operators 

August 21.—Institute of Road Transport Engineers (Metr li- 
tan). Visit to L.T.E Works, Aldenham Metis slay 

August 22.—Permanent Way Institution (Manchester and Liver- 
peo. Visit to Manchester—Crewe electrification works. 

eet Manchester Central Station, 6.30 p.m. 

August 23.—Omnibus Society 
depot. 10 a.m. 

August 24.—Omnibus Society (Northern). Visit to Northern 
General Transport Co., Limited. Meet Chester-le-Styeet 
Depot, Gateshead. 2.15 p.m. 

Light Railway Transport League. Visit to Grimsby and 
Immingham Light Railway 

August 30.—Light Railway Transport League. Paper by Mr. 
R. L. P, Atkinson, “The Calcutta Tramways.” At 153 
Drummond Street, N.W.1. 3 p.m. 

August 30-Septmber 6.—Norbury Transport and Model Railway 
Club. Tour of Isle of Man, Blackpool, Belfast and Dublin. 

September ory / of British Aircraft Constructors, Flying 
display and exhibition. At Farnborough. (Public days 
September 5, 6 and 7.) 

September 2.—Railway Correspondence and Travel Society 
Seated). Paper by Mr. J. F. Clay, “Fifty Years of 

idland Performance.” At 44 Union Street, Sheffield. 


7.30 p.m. 

Fane Way Institution (Leeds and Bradford). Paper 
by Mr. J. Nichols, “ American Railroads.” At B.R. Social 
and Recreational Club, Ellis Court, Leeds, 7 p.m. 

September 5.—Railway Club. Re-Enactment by Mr. K. G. 
Carr, “ The Great Bristol Contest of 1835." At 320 High 
Holborn, W.C.1. 7 p.m 

September 5-15.—Railway Correspondence and Travel Society. 
Tour of Austria 

September 8-12.—Municipal Passenger Transport Association. 
Annual conference. At Blackpool. 

September 8-13.—First International of the A 
nautical Sciences. At Madrid. ni maxing par 

September 13-14.—Railway and Canal Historical Society. Visit 
to remains of Somerset Coal Canal and railways, Dorset 
and Somerset Canal, broad pause G.W.R. architecture and 
Kennet and Avon Canal features. Based on Bradford- 
on-Avon. 

September 26-October 4.—Commercial Motor Transport Exhibi- 
tion. At Earls Court. 

September 26-28.—British Railways (Southern Region) Lecture 
and Debating Society. Weekend visit to Scotland including 
Thornton Marshalling Yard and the Forth Bridge. 

Senco, 28-October 7.—International Railway Congress. At 

adrid. 

September 29.—Passenger Vehicle O tors Association. 
Annual dinner-dance. At Grosvenor ay London. 

October 2-12.—International Motor Show. At Paris. 

October 4.—Omnibus Society. Annual dinner. At Clarendon 
Restaurant, Hammersmith, W.6. 7 for 7.30 p.m. 

October 13-15.—Road Haulage Association. Annual conference. 
At Torquay. 

October 26-31.—International Road Federation world meeting. 
At Mexico City 

November 5-16.—International Motor Show. At Turin. 


Visit to L.T.E. Neasden railway 





MODERN TRANSPORT has an arrangement with 
Reuter’s Trade Service whereby publication is made 
in this newspaper of all essential news from all parts 
of the world concerning traffic and transport by 
rail, road, sea and air and allied interests. 
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RAILWAY REFRESHMENT ROOMS 





Keeping a Public Service Up-to-date 


ENTERPRISE IN FOLLOWING MODERN TASTES 


‘yy has previously been remarked in these 
columns that Britain gave the world the 
commercial railway system complete— 
track, motive power, vehicles, signalling, and 
all the miscellaneous services down to a ticket 
system were evolved in this country roundly 
a century and a quarter ago. Included in the 
paraphernalia of the transport system was the 
invention of the railway refreshment room, 
without the aid of which some old-time 
comedians would find themselves hard put to 
it for script material. As readers of MODERN 
TRANSPORT will already be aware, analysis of 
what goes on in the refreshment rooms of British 
Railways, now operated under the auspices of 
the Hotels and Catering Division of the British 
Transport Commission, shows the facilities pro- 
vided to be anything but a joke. 

From Penzance in Cornwall to Dingwall in 
Ross and Cromarty, from the East Coast to the 
West, the railway refreshment-room services 
are giving satisfactorily a score of different 
public facilities, both in static establishments, 
with mobile units at stations or on trains, quite 
distinct from the Commission’s hotel services— 





and materials were obtainable, a start was 
made. Railway stations are used by all sections 
of the public who outside would select the 
catering establishments to suit their taste and 
their pocket, from the Savoy standard at one 
end of the scale to the coffee stall at the other. 
The railway caterers had to find something to 
suit all tastes and pockets in limited accommo- 
dation—major rebuilding was still impossible, 
since housing had to come first. 

It was decided, therefore, that as and when 
possible two levels of catering at important 
stations would be provided: Firstly, a popular- 
price cafeteria with a separate licensed bar 
which would be given priority of space and 
finance, since that was what 90 per cent of the 
travelling public required; secondly a buffet- 
lounge with personal service would be fitted up 
for the minority who required something better 
and were prepared to pay slightly increased 
prices. 


Modernisation 
In 1947 the first cafeteria on British Railways 
was opened and since then there has been a 


refrigerated salad unit which 
we show in another of the 
illustrations. 

Many cellars have been air- 
conditioned and mechanically 
cooled. Further, cooling equip- 
ment has been fitted in bars 
to ensure a service of alcoholic 
and non-alcoholic beverages 
not merely in good condition 
but in a better state than that 
often encountered. 

Away from the static estab 
lishments, the _ services to 
passengers on trains and at places where some- 
thing special has to be done to take the food 
to them, have been given much thought. As 
a result even the food trolleys on station plat- 
forms have been scientifically re-designed; with 
their going into service, the facilities have been 
vastly improved. Motorised units of the Hotels 
and Catering Division’s design have been very 
successful in dealing with peak loads and 
services at points where abnormal conditions 
cause special demand. They appear in station 





One of the refrigerated sandwich units installed in self-service refreshment rooms; a self-service refrigerated salad unit and, right, a refreshment 


the latest developments in which were detailed 
in our issue of March 8, 1958—and the full 
restaurant-car operations. As then explained, 
British Transport Hotels and Catering Division 
is under the general management of Mr. F. G. 


stand in trolley for platforms and concourses 


continuous flow of modernised establishments. 
A few good examples from which we select 
our illustrations are those at Crewe, Preston, 
Euston, Bristol, Swindon, Newcastle, York, 
Inverness, Brighton and Southampton. Now on 





Postwar refreshment-room facilities at the great railway centres of York and Swindon 


Hole; the restaurant cars and refreshment 
rooms are supervised by Mr. E. K. Portman- 
Dixon. 


Variety of Services 

The services embraced in the static establish- 
ments comprise restaurants, tea rooms, general 
refreshment rooms, buffet-lounges, special party 
catering rooms, Wimpys (where hamburgers are 
sold), bacon and egg units, cheese bars, milk 
bars, refreshment kiosks and tobacco and con- 
fectionery kiosks—a total of no fewer than 610 
premises in all being involved. The mobile ser- 
vices are provided by a fleet of platform trolleys; 
motorised mobile refreshment rooms; cafeteria 
cars on trains; train corridor services; Compakt 
meal box services, which are the modern 
equivalent of the old-fashioned luncheon basket; 
meal tray services; special party catering 
on trains; catering for movements of H.M. 
Forces by train; and special functions of all 
kinds. The services cover all parts of the main- 
line railways in England, Scotland and Wales; 
there are rural stations with refreshment rooms 
which have become popular places of local resort 
just as some of the facilities on the stations of 
our great cities have also been spontaneously 
recognised by many, outside the railway passen- 
gers who would be expected to frequent them, 
to be catering establishments of the top rank in 
their own class. 

It will be recollected that during the 1939-45 
war, when many popular catering establish- 
ments were operated on a basis of very 
restricted hours, the railway companies’ refresh- 
ment rooms continued to give service over a very 
large part of the day. Frequently, indeed, they 
were working day and night 365 days a year, 
ministering to workers of all sorts and to troops, 
sailors and airmen who had to be on the move 
in the small hours just as much as at noon. 
Many items of equipment were not replaceable 
and redecoration and modernisation were out of 
the question, and the load was very heavy. The 
refreshment rooms emerged from this period 
worn out, although with a fund of good ideas 
among personnel and management as to their 
rehabilitation. 

Policy 

It was rapidly appreciated by the railway 
catering services that a changed world had 
emerged from the war and that the pattern of 


labour usage and catering method must change 
and so, as soon as even limited building licences 


the popular side considerable developments are 
taking place with the introduction of Wimpy 
(hamburger), bacon and egg, toasted sandwiches 
and light grill units on the hot food and snack 
side, with cheese, fresh cut sandwich and roll, 
and salad units on the cold side; all these 
services are done under ideal conditions and the 
food freshly made or cooked in front of the 
public. Cardiff General modernised premises 
include these features and opened on July 5, as 
recorded in our July 12 issue. 

On the personal table service level, standards 
have steadily risen with experience from ‘‘The 
Golden Arrow,’’ Victoria; ‘‘Brighton Lounge’’; 
‘Royal Scot,’’ Euston; and ‘‘Caledonia,”’ 
Glasgow; to ‘‘The Shires’’ at St. Pancras. This 





yards to cope with peak needs, at stations 
dealing with race meetings and agricultural 
show traffic, and although necessarily depen- 
dent on a supply base they are self-contained 
to a great degree and well able to sustain 
facilities for some hours. 

Cafeteria cars designed by this B.T.C. divi- 
sion a few years ago have proved very success- 
ful and are operated by refreshment rooms for 
special parties travelling by train when the 
very large resources of the dining-car depart- 
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Mobile refreshment van on an Austin chassis operated by 
British Transport Hotels and Catering Services 


British Transport Catering Services has also 
in the last few years taken on the provisioning 
of troop trains. By keen organisation the staff 
manage to serve 1,000 hot meals in a journey— 
500 breakfasts and 500 luncheons or suppers— 
from one kitchen car; a kitchen, in fact, smaller 
in floor area than a council house kitchen. This 
represents quite a technique and looked impos- 
sible before it was tried. A whole division has 
been moved and fed in one day. 

To cope with Ascot, the Derby, troop move- 
ments and other special functions, is mere 
routine to B.T.C.S., the administration of which 
will be the subject of a subsequent article. A 
big evening banquet business has been built 
up at station dining-rooms. Many well-known 
organisations book year after year because of 
the quality of the service. How do the general 
public respond? It is of particular interest that 
the progressive developments and alert manage- 
ment have just about doubled the department's 
business since nationalisation. There may be 
much leeway to make up yet, but a very sub- 
stantial effort is being made and is showing good 
results. Finally, as Mr. Portman-Dixon pointed 
out to us recently, ‘‘we know something of 
buffet service and bars—the railways invented 
them. We aim to set still a further new pattern 
of distinctive service to keep pace with the 


evolution of public requirements.”’ 
* ” * 


“The Shires’’ 

The new air-conditioned dining-room and 
lounge bar already mentioned at St. Pancras 
Station, known as ‘‘The Shires,’’ a name 
derived from the several counties served by 
British Railways from St. Pancras terminus, 
will, together with improvements to the cafe- 
teria and refreshment rooms to be completed 
early in 1959, give St. Pancras the most up-to- 
date railway catering facilities in Britain. The 
Shires replaces the Popular café and refresh- 
ment room opposite Platform No. 7 and has 






One of the latest cafeteria cars for special party traffic and trains such as the Starlight Specials. 
It provides seats for 22 passengers and has a twin bar. 


Right: the special compartment 


conversion equipment installed when neither restaurant nor cafeteria car is available 


ment have been fully booked. It is thus pos- 
sible to provide a special excursion, such as 
the Starlight Special, running in no fewer than 
48 parts, with a light refreshment service, a feat 
probably unequalled on any other railway 
system in the world. Train corridor services are 
also provided when for one reason or another 
light refreshments are needed and a restaurant 


accommodation for about 50 people. A new 
kitchen has been provided and travellers are 
able to enjoy a combined counter service of 
drinks and a waitress service of light meals and 
special grills, which they can choose from a 
tray. The menu includes hors d'oeuvres, iced 
melon, a variety of fruits and cheeses, as well 
as tea, coffee, soft drinks, wines, liqueurs and 
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Typical station refreshment facilities are the rooms at Crewe, the tea gardens at Euston and the Royal Scot bar, also at Euston 


last, opened on July 24, is ‘‘quite something”’ 
in the way of attractive premises at a major 
station where already the grill room had a high 
reputation with business people from afar. In 
short there has been a continual drive for better 
and better standards. 


Good Food Well Served 

On the food and service side, the best of foods 
are purchased and are constantly reviewed, a 
training school for staff and managements has 
been in operation for some 10 years, the best of 
equipment has been provided and many 
specialist items which could not be found on the 
market have been designed and produced by the 
department. Examples are afforded by the air- 
conditioned saudwich showcase, which k 
the products as fresh as when made, and the 


or buffet car is not available; a simple arrange- 
ment is used to convert a compartment, as 
shown in a picture. 


Packed Meals 

Packed meals come in many forms, varying 
from simple bags to the Compakt meal box at 
all sorts of prices and for all sorts of numbers. 
The biggest B.T.C.S. single effort so far has 
been 11,000 for one party in one day. These had 
to be delivered for a 5 a.m. start, of course. The 
mass impact on the vision of 11,000 meal boxes 
at once is quite a sight; to that had also to be 
added the tea, coffee, milk, sugar, cutlery, 
crockery and all the rest that went with the 
service. It is only one of the many jobs the 
department tackles on any given day—or so 
far as most of the work goes—any given night. 


a wide range of ales and spirits, and the range 
of good food already appears to have attracted 
considerable business. 

In the next stage of reconstruction at 
St. Pancras, the existing grill room is to be 
converted into a modern cafeteria. The present 
refreshment room, which adjoins the grill room, 
will remain open for the time being and will 
later become a licensed bar. 

The decor, typical of B.T.C.S. schemes, is 
contemporary and is finished in sky-blue and 
lavender Formica. The bar facia is Indian 
laurel, relieved with brass motifs. The Indian 
laurel counter has white ash els and inset 
shelves for handbags; it is built on a terrazzo 
floor style base. und is six mural 
panels with motifs depicting the ‘‘shires’’ 
served by British Railways from St. Pancras. 
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T.R.T.A. and Provincial Parking 





Aer has been taken by the Traders’ Road 
Transport Association to protect commercial 
vehicle users at Leeds, Huddersfield and 
High Wycombe. At Huddersfield a delegation 
from the Yorkshire-West Riding Division, accom- 
panied by the divisional secretary, Mr. H. Hirst, 
attended a meeting of the watch committee by 
invitation at which plans to reduce traffic con- 
gestion were under consideration. The delegation 
received an assurance that the protective clause 
allowing goods vehicles to wait for the purpose of 
effecting collection and delivery would be inserted 
in the Order when applied for. At Leeds the 
divisional committee brought the needs of com- 
mercial vehicle owners to the notice of the 
appropriate authorities following the decision of 
the city council to put into force traffic restric- 
tions. It secured an assurance that vehicles 
engaged in collection and delivery would not be 
affected by waiting bans. The High Wycombe 
Town Council asked for T.R.T.A. views on pro- 
posals to ban goods vehicles from loading or 
unloading between 8.30 a.m. and 9.30 a.m. and 
again between 11.45 a.m. and 1.15 p.m. The 
roads concerned which are the busiest part of 
the shopping centre include part of Church Street 
(which is part of the London—Oxford main 
road); White Hart Street—from the junction of 
Paul’s Row to Newlands Bridge; and Queens 
Square. A census of deliveries at the shops and 
other premises was carried out for a week and 
was held to assist the T.R.T.A. in preparing its 
views on the proposals. The response was des- 
cribed by Mr. R. E. G. Brown, the T.R.T.A. 
London secretary, as ‘‘one hundred per cent.’’ 


Large-Scale One-Man Operation 


Q)NE-MAN operated single-deck buses will be 

~ _ put into service by Ribble Motor Services, 
Limited, in the near future on 70 routes in the 
Garstang, Kendal, Lancaster, Bolton, Clitheroe 
and Lake District areas. The one-man vehicles 
may later be introduced in the Preston and other 
areas, depending on whether the experiment 
proves a demand for them. In some areas they 
will operate only on certain journeys. No 
redundancy in employment is envisaged since all 
Ribble depots in the areas affected are already 
short of bus conductors. In the Kendal area the 
one-man services will operate on nine routes, in 
Clitheroe on 19 routes, and in the Lake District on 
15 routes. Garstang will have three of the 
services, and the Lancaster area 1o. 


A Retort for C-Licensees 
A TTAC KS by the British Transport Com- 
* mission on C-licences are referred to by 
Mr. F. D. Fitz-Gerald, national secretary of 
Traders’ Road Transport Association, in the 
T.R.T.A.’s monthly bulletin. He asks: ‘‘Cannot 
the Commission understand and accept as fully 
justified the fact that if British Railways cannot 
at present offer the rail service required then those 
carrying on the trades and industries of the coun- 


try just must use whatever alternative form of 
goods transport better meets their needs. If that 
means doing the job for themselves traders and 
industrialists are fully entitled to and the Com- 
mission is not justified in constantly complaining 
that they do so.’’ 


Delicate Load on Continental Ferry 


VALUED at £170,000, a flight simulator was 

loaded on Friday last week at the Crawley, 
Sussex, factory of Redifon, Limited, on to two 
semi-trailers, one flat and one low-loading, of 
Continental Ferry Trailers, Limited, for delivery 
to Hamburg. This consignment, which left Tilbury 
on the vehicle ferry on Monday, included a mock- 


rovincial men refused an employers’ offer of a 

joint reference to the Industrial Court, which 
made the award of 8s. 6d. for Central crews and 
nothing for Country crews in the London claim. 
The award would be binding on both sides, 
Further moves on the similar claim for 80,000 
municipal bus workers are likely to await the 
outcome of their colleagues’ arbitration case. 


Trams Now a Burden on Glasgow 


PUBLIC transport in Glasgow is increasingly 

feeling the effect of television viewing and 
personal transport, which react on evening and 
other optional travel. In the year ended May 31, 
Glasgow Corporation Transport suffered a deficit 
of £261,000, which included {150,000 for special 
loan repayment. Revenue was down by {291,000 
compared with the previous year. Although the 
Transport Committee decided not to change the 
present fare structure, Councillor Gordon Reid, for 
the minority group, said he was convinced a further 
rise in fares was inevitable, and probably in the 
autumn. There were surpluses on the buses of 
£259,346; £40,785 on the trolleybuses; and {£15,466 





The Latham Haulage Co., Limited, Coventry, now has a Ransomes and Rapier 24 cu. yd. 
concrete mixer on the new Dodge 6-ton diesel chassis; right, Austin diesel chassis with 24-ft. 


Sparshatt body for Remploy, which uses it to display products. 


There is a 12-ft. side flap 


and jacknife doors with retractable step 


up of the forepart of an aircraft fuselage, which 
forms the basis of this crew training equipment. 
It was hauled from Antwerp to Hamburg by H. W. 
Kénig and Company. 


Chesterfield Plans New Garage 


LANS have been drawn up by Chesterfield 

Transport Committee for a new bus garage 

and transport headquarters. The new premises 

would include accommodation for 250 vehicles. The 
site will be near the present depot. 


Provincial Busmen Reject Wage Offer 


OFFER of a 5s.-a-week pay increase for 100,000 

company busmen in the provinces was 
rejected on August 8 by the unions at a meeting 
of the National Council for the Omnibus Industry. 
Mr. Ian Macleod, Minister of Labour, is to be 
asked to refer the dispute to the Industrial Dis- 
putes Tribunal. The offer—representing about 
3 per cent—was similar to that recently accepted 
by the Country bus crews of the London Trans- 
port Executive, following thejr strike. The 


on the Underground, but the shrinking tramway 
system showed a deficit of £577,003. Some of the 
better paying routes have been converted to bus or 
trolleybus operation. 

The accounts show that {42,000 was spent last 
year on the removal of tramway tracks and the 
reinstatement of roadways. This cost is expected 
to increase as the conversion of tram routes is 
speeded up, but in future it will be regarded as 
capital expenditure and repaid over a period of 
Io years at the rate of {100,000 a year. Working 
expenses went up by £310,000, mainly because of 
increases in wages and in the cost of materials, 
with an increase also of {20,000 in loan charges. 


Birmingham Busmen Weigh In 


—OON after the offer made by the employers side 

in the municipal bus industry of an additional 
5s. per week in the wage claim in respect of operat- 
ing staff and certain other grades, it became known 
that Birmingham City Transport workers were 
seeking an increase of not less than 6s. 6d. per 
week. An immediate meeting with the Transport 
Committee has been asked for by the Birmingham 
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branch office of the Transport and General Workers’ 
Union. Claims are negotiated locally since Bir- 
mingham ceased to be a member of the employers 
federation. 


Bus Route Beside Liverpool Docks 


PREPARATIONS are now in hand for Liverpool 
Corporation bus route 1 to operate beside the 
Mersey docks. This is the route which was intro- 
duced when the Live 1 Overhead Railway 
closed down. It has hitherto not operated on the 
dock road itself, but on a parallel road nearby, 
owing to the poor surface of the road. This new 
portion of the route will soon be brought into 
operation on completion of resurfacing and thus 
give better facilities for many dock workers. 


Summary of London Bus Economies 


I ATEST indications are that the number of new, 
4 withdrawn, curtailed, extended or diverted 
bus and trolleybus routes in the London Transport 
Central area in the present economy drive—the 
most intensive of its kind ever undertaken—will 
total 112, compared with 367 daytime routes in 
existence before the service cuts begin. The first 
series of alterations take effect in the week com 
mencing Wednesday, August 20; a second and even 
longer list of alterations (too long to reproduce) 
is scheduled for the week commencing November 26 
(January for trolleybuses). Despite this fine tooth- 
combing of the entire route network, the August 20 
changes, for example, will leave uncovered only four 
miles of road previously served, since in most cases 
withdrawn routes will be covered by other route 
changes. The November changes will create what 
is on paper the longest Central area route, 175 
between Ongar (Shelley) and Blackwall Tunnel 
(25 miles), but there are unlikely to be any 
through journeys. f 

The principal objective, to withdraw routes or 
sections of routes which are highly unremunerative, 
especially on Sunday or Saturday when changed 
travelling habits are particularly in evidence, is 
being secured in various ways. The most common 
is to withdraw the whole or part of a route and to 
extend or strengthen another in its place. In some 
cases the replacement is only partial or the head- 
way may be wider. Sometimes one route is being 
made to do the work of two—or even three in the 
case, for example, of route 133 which on Sundays 
is to run from South Croydon to Hendon Central 
Station, absorbing from London Bridge to High- 
gate route 43 and from Highgate to Hendon Central 
route 143. : 

In this way it is expected that buses taking lay- 
over at intermediate termini can be cut out; the 
principle cannot be followed on weekdays because 
traffic congestion upsets schedules on such very 
long routes. In all 55 bus and trolleybus routes 
are being withdrawn wholly or on certain days of 
the week (33 come off on Sunday) and 19 are to 
be curtailed. In part replacement there are eight 
entirely new Sunday routes and 30 routes will be 
extended at various periods of the day or week. 


Bus and Coach Developments 


Fargher and Wallis, Limited, Pendleton, Salford, — for 
the licences of J. E. Fargher, trading as Fargher and Wallis. 

Terraneau’s Garage, South Molton, seeks the Bridge Hayne— 
South Molton service of H. F. Gardner. The latter has sur- 
rendered his licence 

Joint application is made by the East Midland, East York- 
shire, Lancashire United, North Western, Northern General, 
United Automobile, West Yorkshire, Yorkshire Traction and 
Yorkshire Woollen District companies for the Newcastle— 
Coventry service of the Fawdon Bus Co., Limited. 





AUSTIN saves you money 





AUSTIN never iets you down 


AUSTIN will do any and every job 





Free personal benefits 
for your drivers. 


DRIVERS 


Ask us for details. CLUB 





THE AUSTIN 








invest in an AUSTIN 


MOTOR COMPANY LIMITED : LONGBRIDGE : 


sparers. 


country track at the 


lasting a really tough chassis can be. 


— PULL, a strong pull — power you 
can really feel. That’s the Austin truck 
engine. Petrol or diesel—the choice is 
yours — both built to be outstanding fuel- 


Austin trucks are fearlessly tested. 
Austin trucks are tested on the cross- 
Motor Industry 
Research Association proving ground —as 
gruelling a surface as you'll find anywhere 
in the world. Tested over and over again 
to prove just how dependable and long- 


and do it well 


Austin trucks backed by nation- 
wide B.M.C. Service. Britain’s greatest 
service and parts organisation is ready to 
serve you-in every corner of Britain. 
First-class work, quickly carried out, on 
all Austin commercials. Parts immediately 
supphied. 


See your Austin dealer. Get from 
him full facts and figures on the Austin 
truck range —and details of special body- 
work too. All Austins are available as 
chassis/cab, chassis/scuttle units. All are 
warranted for 12 months from delivery. 








All these great trucks are available through your Austin dealer’s now 


3 TONNERS: F.C. platform length 14 ft. 4 ins. 000. cccccececceees From €740.18.1 
4 TONNERS: F.C. platform length 16 ft. 6 ins. or 14 ft. 4 ins. ......... From £831.13.10 
5 TONNERS: F.C. platform length 16 ft. 6 ins. ooo... cccccccceeeeeees From €£917.16.1 
5 TON TIPPER: 5 cu. yd. end tipping body .....00...... cece cceccceceeeecee From £1140.4.9 
7 TONNERS: 120, 150 or 160 inch wheelbase .....000000 o.oo cececccecee From £1575.16.8 
PRIME MOVER: For gross train weights up to 15 tons..................... From £983.16.1 


Prices quoted are for chassis/scuttle or chassis/cab units. All prices include P.T. 3-5 ton 
Austin trucks are available with normal or forward control, petrol or diesel power. 
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MODERN AIRWAYS and COMMERCIAL AVIATION SECTION 





TOWARDS AN IMPROVED 
BOOKING SYSTEM 





Possibilities of the Transactor 





DEVELOPMENT WORK BY T.C.A. 


EVIEWING the progress of Trans-Canada Air 
Lines in his report for the year 1957 the 
president, Mr. G. R. McGregor, referred 

to ‘“‘an entirely new automatic reservations 
system’’ which had been developed during the 
year. Prototypes of the proposed equipment were 
being tested at Toronto (MoperN Transport, 
July 19). Faced with problems common to most 
of the larger air lines T.C.A. has made a deter- 
mined effort to see whether electronic computation 
cannot provide worthwhile solutions in various 
fields ranging from aircraft operating procedures 
to the achievement of more efficient and faster 
booking for passengers or, for that matter, 
freight. Designated communications analyst, Mr. 
L. E. Richardson has played a considerable part 
in the evolution of the Transactor system of data 
processing and his enthusiasm for the project is 
such that one has only to suggest some possible 
information that might be obtained for him to 
start immed- 
iately to work 
out how it could 
be done. 

Apart from 
the work of 
T.C.A. — which 
conceived both 
the Transactor 
and operating 
system, the de- 
tails of the oper- 
ating equipment 
and the func- 
tional design 
were completed 
by Ferranti 


Electric, Limi- 
ted, in Toronto. 
Another firm 
in that city, 
K.C.S. Data 
Control, Limi- 


ted, carried out 
much of _ the 
computer prog- 
ramming so that 
it is not sur- 
prising that the trials of the prototype are taking 
place. It should, perhaps, be added at this point 
that the collaboration of the three was such that 
the whole project progressed from conception to 
the operational stage in a little less than a year. 


Method of Operation 


In the Transactor system cards are pre-printed 
according to the type of operations to be per- 
formed so that in the case of reservations it bears 
such instructions as sell, cancel, wait list and so 
on. The operator, using an ordinary lead pencil, 
merely indicates the operations required by mark- 
ing through the information already printed on 
the card. For example, in making, or seeking to 
make a reservation, the card could be marked 
‘sell three seats between Vancouver and Toronto 


on Fit. 8 on October 17.’’ The card is then 
inserted through the slot of a machine which 
resembles in size a miniature desk adding 





a 





Compactness of the Transactor may be judged from this view 





operator. Since all these operations are com- 
pleted in a very short time, the operator has 
hardly realised that he has waited, and the 
customer benefits from a vastly improved service. 


Ease of Operation 


The value of these techniques must be apparent. 
No skill or special training is required by the 
operators for them to be able to exercise control 
over a modern electronic digital computer. Many 
different types of operations may be performed on 
the same system by merely designing and then 
pre-printing the cards which describe the opera- 
tions. Many operators may share the same 
transactor which greatly decreases equipment 
costs in a large-scale operation. Indeed while it 
will obviously be a long-term measure and an 
expensive one installing the necessary units, 
Trans-Canada Air Lines envisages a time when, if 
the Transactor comes up to expectations, booking 
offices in Vic- 
toria, British 
Columbia, and 
Halifax, Nova 
Scotia, will have 
this equipment, 
using a com- 
puter in Mon- 
treal or Toronto. 

Some _ other 
examples of use 
which have been 
prepared for 
the Transactor 
system are 
accounting and 
staff records, 
parts inventory, 
aircraft position 


reports and 
statistical sur- 
vey work. In 
some of these 


functional areas 
pictures may be 
pre-printed on 
the cards, such 
as maps, which 
indicates a degree of flexibility which has not before 
been, available. 

Because of the system’s ability to retain perti- 
nent information and process it at electronic 
speeds, an inherent feature known as information 
feedback has also been exploited to its fullest 
extent. The computer constantly makes assess- 
ments of the demand for travel and relates this 
information to the number of seats available, in 
such a way that the planners may arrange their 
schedules to produce the most effective use from 
the aircraft they have available for operation. 
Scheduling according to the demand pattern has 
long been a desire of airlines, and availability of 
this type of information brings the desire within the 
realms of practicability. 


Storage of Information 


The fact that the information is retained also 
means so far as bookings are concerned that the 


Demonstrating the versatility of the equipment and its computer, these cards have been 
evolved for reservations and for determining flight arrivals or departures 


machine. There is, however, no keyboard and, in 
fact, no operating controls of any kind are 
located on the Transactor. Those are not required 
since the machine receives its operating instruc- 
tions from the marks which have been placed on 
the card by the operator. 

When the card is inserted in the slot of the 
Transactor the device, by means of a clamp 
sensing process, takes the information and auto- 
matically communicates it in a form for direct 
entry to a digital computer. Arithmetic and 
logical operations are performed on the message 
at electronic. speeds, and the answer routed 
automatically back to the original Transactor to 
be punched directly into the card which initiated 
the operation. The original question and the 
computed reply are now available on the same 
card, which the Transactor then releases to the 


machine can be used to indicate when accom- 
modation is available if it so happens that the 
desired flight is fully booked. Various reservations 
systems embodying the computer principle have 
been or are about to be introduced, but these are 
generally devised solely for this purpose and any 
other employment tends to be somewhat make- 
shift, having been devised largely with the inten- 
tion of finding work to keep expensive equipment 
more fully utilised. The T.C.A. approach has 
been a !ittle different to the general run in that 
the Transactor and its associated computer are 
definitely intended for multi-purpose use. The 
computer is, therefore, of the medium-speed 
variety, but this can be programmed to handle 
reservations at a rate of five per second and that 
should really be quite sufficient to cope with 
anticipated demand, 





| ration. pi 00F relays 


for aircraft and industrial use 


enables 





OPEN RELAY T.10.cu 


These examples from the Thorn range of relays are of 
simple and robust construction and are designed to work 
under adverse conditions. The use of such features as 
high contact pressures and generous wiping action 


the T.10 series to comply with the Service 


requirements of DES.1 and DEF.5000. Both sealed 
and open types are available with up to 4-pole 
changeover contacts. The standard relays operate on 
28 volts D.C. and enquiries for other operating voltages 
are invited. Hermetic enclosure of the sealed types 
ensures complete freedom from the effects of humidity, 
altitude and tropical exposure. The cases protect 
the relays from mechanical damage and operator 


interference. 


Weight: 4.5 ozs. 

Dimensions: 1 4%” x 144" x 1} 

Coil volts: 24 to 28 volts AC. 

Operate voltage: 18 volts minimum 

Release voltage: 7 volts maximum 

Contacts: 3-pole changeover 

Contact Rating: 10 amps at 28 volts D.C. 
or 115 volts A.C. 








SEALED RELAY T.10.¢ 


Weight: 12.8 ozs. Dimensions: 24’ x 3” x 34” 


Coil volts: 24 to 28 volts D.C. nom., 29 volts D.C, maximum 


Operate voltage: 18 volts D.C. minimum 

Release voltage: 7 volts D.C. maximum 

Rating: Continuous Contacts: 3-pole changeover 
Contact rating: 10 amps at 28 volts D.C. or 115 volts A.C. 





PYGMY 
POWER RELAY 


New interchangeable dust- 
proof relay designed for re- 
motely controlled automa- 
tion units. Plugs into any 
standard International octal 
valve base. Mechanical life 
over 10,000,000 operations. 


Weight: 4.5 ozs. 
Dimensions: 1%" square by 29/32” 
Switching current: 5 amps max. 

at 250 volts A.C, 
Maximum surge current: 10 amps 
Operate time: 8 milliseconds approx. 
Release time: 7 milliseconds approx. 
Coil voltage: 240 volts standard. 6, 12, 
24, 48, 60, 110 volts either A.C. or 
D.C. also available. 


AIRCRAFT COMPONENTS DIVISION - THORN ELECTRICAL INDUSTRIES LTD 
GREAT CAMBRIDGE ROAD, ENFIELD, MIDDLESEX - TEL : ENFIELD 5353 



















CONSULT CONVEYANCER FIRST 


A materials handling advisory service is 
available to assist you in materials handling 
problems—this is a free service and is offered 
entirely without obligation. 









ee, f Sd 


ctarak 


es 


he Sey 


speeds Pankummne 


FORK TRUCKS LTD 


ENGLAND 


WARRINGTON 








THE WINDSOR’ 


Vent-top 
Watertight Window 


Outstanding new features : 


@ Clamps spring-held clear of fanlight when 
opening or closing. 


@ Adjustable cam-action hinge enables 
watertight contact with rubber gasket to 
be maintained after initial bedding-down. 


@ Specially strengthened shallow transom 
rail reduces “blind spot” to minimum. 


@ No water pocket left between bottom of 
fanlight and gasket. 


@ Hinges securely anchored to window 
frame by two-directional fixings. 


With all these, and first-class finish, price still 


competitive. 


*€GD. Trane MAY* 








Fanlight 


can be 

lowered right down for 
maximum ventilation or for clean- 
ing. Lower level transom rail avail- 
able to provide greater ventilation 
and emergency exit if necessary. 


BECKETT, LAYCOCK & WATKINSON LTD. 


ACTON LANE, LONDON, N.W.10 








ap s 
h $s 
S. Ows ome of the Many 


, towns 
Railways 


BRITISH RAILWAYS 
EXPRESS FREIGHT 














MODERN TRANSPORT 
AUGUST 16, 1958 


RAILWAY ENGINEERING 
APPRENTICES 





L.T.E. Training Centre 





NEW BUILDING AT ACTON WORKS 


IR JOHN ELLIOT, chairman of London Trans- 
port, officially opened the apprentice training 
centre at that undertaking’s central railway 

overhaul works at Acton on August 7. He un- 
veiled a small plaque in the entrance lobby of the 
centre to commemorate the occasion. The training 
centre is a separate single-storey building, con- 
structed on modern architectural lines, which can 
accommodate some 25 apprentices and which brings 
together in one place for the first time all the 
instructional facilities for apprentices undergoing 
training at Acton Works. 

The pans training scheme of the department 
of the chief mechanical engineer (railways) was 
reviewed and reorganised in 1947; the number of 
apprentices was increased and the number of trades 
taught extended to nine. The present establish- 
ment allows for 112 apprentices, 
based on a five-year course; the 
majority are in the mechanical 
fitting, electrical fitting and body- 
making trades, with a minority 
spread among sheet metal work- - 
ing, armature winding, coach 
painting, coach trimming, wood 
machining and blacksmithing. 


School-Leaving Problems 

When the school-leaving age 
was 14, boys tended to take up 
whatever employment was avail- 
able until they were old enough 
for an apprenticeship, i.e. 16 
years of age. This meant that a 
large number of boys abandoned 
their studies completely on leav- 
ing school and, in consequence, it 
was difficult to find the nght type 
of boy at the age of 16. This 
difficulty was overcome by inter- 
viewing the boys before they were 
14, and advising them on the best 
course of employment and even- 
ing schooling to follow, 

When the school-leaving age 
was raised to 15, another prob- 
lem arose, since the actual date of leaving 
could vary from a.whole year to a few months 
prior to the commencement of the apprentice- 
ship. At the same time, a considerable proportion 
of recruitment was effected from the technical 
colleges and grammar schools, where the leaving 
age is generally between 16 and 18. Latterly, how- 
ever, there has been a marked tendency for the 
secondary modern schools to provide adequate full- 
time edueation up to the age of 16, so that it is rare 
for any boy to enter Acton Works today other 
than direct from one type of school or another. 
The practice of interviewing well prior to taking 
up apprenticeship continues and this enables a boy 
to receive advice for some two years in advance, 
as well as during his apprenticeship, on matters 
affecting his career. A close liaison is maintained 
with the schools in this important matter. 


Threefold Object 

It was therefore decided to build a separate 
apprentice training centre at Acton, with the three- 
fold object of introducing the boys to workshop 
conditions and giving them a good grounding in 
basic workshop principles; providing instruction in 
the care and use of basic hand tools and, where 
applicable, machine tools; and providing advanced 
specialised tuition at a later stage of apprenticeship. 
The provision of this centre also makes it possible 
to concentrate the instructional work which until 
now has had to be spread throughout the various 
shops in the works. 

The new building is divided into a workshop, 
lecture room, locker and wash rooms, supervisor’s 
office and waiting room. In the design and equip- 
ment of the building, the aim has been to provide 





Sir John Elliot with Apprentice I. Amesbury 


after the opening on August 7; Mr. B. 
Williamson, apprentice supervisor, is on 
the left 


good surroundings which will instil a sense of 
responsibility in the apprentices and result in their 
taking a pride in the appearance of the centre. 


Layout and Equipment 

Care has been taken to ensure that the lighting, 
ventilation and heating are of a high standard, 
and the layout of the machines and other equip- 
ment has been planned to take full advantage of 
this. The finish of the building is simple and of 
pleasing appearance, whilst the internal decoration 
gives an air of brightness not usually associated 
with industrial establishments. 

The equipment installed in the workshop includes 
vice stands, fitting and wbod-working benches for 
hand tool instruction, and a porsiet : of machine 
tools of the normal production type for elementary 
operations and for advanced instruction in settin 
up. Suitable grinding facilities have been jeovided 
for the various classes of tools involved and, for 
instructional purposes, a forge and gas muffle have 
been installed for small tool work. Other items of 
interest are a flypress, hand bushing press, bar 
straightener, pin drill, power saw and material 
rack. Special arrangements have been made to 


ensure extraction of dust and fumes from grinding, 
forge and muffle operations. 

The lecture room is separated from the workshop 
and other offices by a broad corridor. Accommo- 
dation is provided for 30 persons, seated two at a 
table. There are facilities for film projection and 
the use of an epidiascope for which a roll-up 
projection screen is fitted at the end of the room. 
A large wall-type blackboard with hinged panels 
is also provided. ie 

The supervisor's office, adjoining the workshop, 
has an observation panel which provides an overall 
view of the workshop. A waiting room is also 
provided. Wardrobe-type lockers and seats have 


been installed in a separate locker room in order 
to encourage care and neatness in the disposal of 
clothes and overalls. 





General view in the new L.T.E. apprentice training centre 


at Acton 


Of th 112 boys in the apprentice training scheme, 
only about 25 will be undergoing instruction in 
the training centre at any one time; the remainder 
will be gaining practical experience in one or other 
of the shops in the works or in one of the main 
railway depots. The initial period to be spent by 
every apprentice in the training centre will be from 
three months to one year, according to the trade. 
Every apprentice is engaged on a three months’ 
probation which ranks as part of the apprentice- 
ship, after which indentures ate signed. 


Probationary Period 

This probationary period will be spent on instruc- 
tion in the care and use of hand tools, production 
of exercise work and simple tools of the carbon 
steel variety; the intention being to demonstrate 
the principles of tool making but not to become 
involved in the technicalities of high-speed steels 
and carbide-tipped tools at this early stage, Sub- 
sequently, more advanced instruction will be given 
and production of selected items of equipment 
undertaken, these items being selected for their 
instructional value. This type of training has been 
going on in the past but under less favourable 
conditions, and a much more concentrated instruc- 
tion can now be given in the training centre. 

The curriculum of the training centre will not 
differ from that hitherto applied, but because of 
the accommodation available in the new centre, 
the boys will now all commence their apprentice- 
ship following the close of the academic year and 
the schedules of training are therefore being modi- 
fied to provide for parallel advancement throughout 
the workshops instead of on the ‘‘Indian file’’ 
principle which has been followed previously. 

Mechanical apprentices will return to the centre 
for a period in their fourth year in order to receive 
instruction in setting up capstan lathes and other 
advanced work on machine tools. Bodymaker 
apprentices will also return in their fourth year 
for advanced work and instruction. 

The lecture room is intended for formal lectures 
as distinct from instructional matter from the 
instructors who would be imparting their skills 
from the practical point of view. Thus the lectures 
will consist of talks about the Executive’s under- 
taking and organisation, career opportunities for 
young probationer apprentices, and more specialised 
subjects for the older apprentices. Lectures will 
not be given in connection with part-time educa- 
tional studies, nor in any way replace such studies, 
because it is considered that adequate facilities 
exist for all apprentices in the official educational 
establishments in the London area. 


Role of Training 

In addition to the necessity to provide a supply 
rly trained craftsmen, it is apparent that 
the initial selection and subsequent training of boys 
is of vital importance in view of the trend by which 
an increasing number of vacancies for technical 
staff in the department of the chief mechanical 
engineer (railways) are successfully filled by intern- 
ally trained staff. The training centre will play an 
important part in ensuring that sufficient s of 
the right type and standard are available at the 

end of their apprenticeship. 

The apprenticeship training scheme is under the 
general supervision of Mr. G. S. Bingham, mech- 
anical engineer (works—railways) with Mr. C. I. 
Birkbeck as apprentice controller. In direct charge 
of the training centre itself will be Mr. B. William- 
son, apprentice supervisor. 

Before the opening Mr. A. W. Manser, chief 
mechanical engineer, railways, L.T.E., thanked the 
architect, Mr. T’ R. Bilbow, his own officers and 
instructors, and the contractors for their part in 
the new building. The apprentice training scheme 
also owed much to the co-operation of the trade 
unions. Sir John Elliot, who was given a beautiful 
specimen of apprentices’ craftsmanship in the form 
of a paperweight as a souvenir, said that when he 
was on the London Midland Region he was so 
impressed with the apprentice training school at 
Derby that he put one in hand at Crewe, with 
consequent benefits. He emphasised that the 
apprentices in the centre had every opportunity to 
rise to the highest engineering and administrative 
positions in the organisation. 
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HEAVY VEHICLE RANGE 





Guy Invincible Mark II Introduced 





ES hg week brings the introduction by Guy 
Motors, Limited, of a new Mark II range of 

its Invincible series of heavy-duty four-, six- 

and eight-wheeled commercial vehicles. Designed 
for operation at the maximum legal weight per- 
mitted in each class (in Britain 14, 20 and 24 tons 
respectively) with certain specified running units, 
the six- and eight-wheeled chassis are cleared for 
trailer haulage at gross combined weights of up to 
40 tons and the four-wheeler up to 35 tons. Lead- 
ing features of the new range are great versatility, 
with a wide choice of engines, axle arrangements, 
wheelbase lengths and full forward or normal con- 
trol; the adoption as standard equipment for a new 





Impressive instrument array in the Guy 
Invincible Mark II 


cab of a number of items that would normally be 
considered de luxe extras; a patented handbrake 
design that provides greater power without the 
delay associated with a multi-pull mechanism; 
dual-circuit air pressure brakes; and an automatic 
locking third differential for double-drive bogies, _ 
The two-axle Invincible for 14 tons gross 1s 
offered in four wheelbase lengths suitable as a 
tractor, tipper or lorry with body length up to 
about 24 ft. The conventional three-axle chassis 
offers the choice of three wheelbases while twin- 
steer six-wheelers and the four-axle chassis are both 
offered with two wheelbase lengths. The four- 
wheeled and normal six-wheeled chassis but not the 
twin-steer and eight-wheeler are offered in both 
forward-control and bonneted form. 


De Luxe Cab 

Crew comfort and convenience as well as modern 
styling have been given special consideration in the 
new Guy cab, which is equipped 
to de-luxe standards. Designed 
basically in two sections split at 
the waistline, with quickly 
detachable cab top for main- 
tenance access, the base assembly 
has four-point rubber mountings 
and is heat and sound insulated. 
The top half has a deep two-panel 
wrap-round windscreen, a full- 
width external sun visor, winding 
full-drop windows and swivelling 
quarterlights in the doors and 
rear quarter and central glasses in 
the back panel. The cab can be 
supplied with a double skin for 
additional thermal insulation 
when required. The cab base 
embraces the front-end assembly, 
which includes a four-headlamp 
set, and this is retained in the 
bonneted form, the cab super- 
structure then being moved back 
and mounted on a special base. 
All cab electrical connections are 
grouped at a single plug and 
socket, facilitating the complete removal of the cab. 

Standard cab equipment includes a fully adjust- 
able driver’s seat, dual windscreen wipers and 
washers, dual mirrors on telescopic arms, fresh- 
air heater-demister, tinted sun visors, an electric 
cigarette lighter, plug and socket for electric razor, 
glove box and radio compartment above the wind- 
screen and two interior lights with automatic door 
switches. A semicircular instrument panel im- 
mediately ahead of the steering wheel carries a very 
comprehensive set of instruments and is hooded 
to prevent glare from the panel lighting. Addi- 
tional warning lights for various services are 
arranged to glow permanently when the com- 
ponents are functioning normally and to show a 
bright light when a fault occurs. 


Alternative Engines 
The main choice of diesel engine lies between 
Leyland O600 or O680 or Gardner 6LW or 6LX 
(the Gardner 6LX is the new engine referred to 


in our issue of July 26). All are six-cylinder direct- 
injection units with capacities and powers as follow: 


Engine Cu. cap. B.h.p. Torque 
O600 597 CU. in. 125 at 410 Ib. / ft. at 
(9.8 litres) 1,800 r.p.m. Q00 f.p.m 
0680 677 cu. in. 150 at 450 Ib. / ft. at 
(11.1 litres) 2,000 r.p.m 1,100 Fr. p.m. 
6LW SII cu. in, 112 at 358 Ib. / ft. at 
(8.4 litres) 1,700 F.p.m 1,300 F.p.m. 
6LX 638 cu. in. 150 at 485 Ib. / ft. at 
(10.45 litres) 1,700 f.p.m 1,000 T.p.m 


In addition, Meadows 6DC 500 and 6DC 630, Rolls 
Royce C6 and British-built Cummins engines are 
available to meet individual requirements. 

Transmission is through a single dryplate clutch 
with hydraulic operation and one of two standard 
five-speed gearboxes. The first of these has 
constant-mesh third, fourth and fifth gears and a 
direct-drive top, while the alternative is all con- 
stant mesh with direct-drive fourth and an 0.72 tq! 
overdrive top gear. Open tubular propeller shafts 
with needle-roller-bearing joints form the trans- 
mission to one of a variety of available rear axles, 
which includes a 6.14 to 1 spiral bevel, a 7.25 to 1 
worm drive with 84 in. centres and 7.01 to |! 
double-reduction spiral bevel and double helical 
unit. 

The conventional six- and eight-wheelers are 
available with either single or double drive. In 
the double-drive bogies, the wormgear axle is 
standard and a third differential between the axles 
is offered as an optional extra. This unit is of 
interest for being of the cam-and-plunger limited- 
slip type, which provides normal differential action 
in ordinary going but locks automatically if the 
wheels of one axle slip beyond a certain amount, 
thus ensuring a positive drive to the other axle, 
and unlocks automatically as soon as all wheels are 
again driving normally. The increased tyre life 
obtained when this unit is fitted, it is claimed, 
should cover its cost in six months of normal 
operation. 


Suspension and Brakes 

The front axle is an I-section forged beam and a 
hydraulic steering servo is available as an extra for 
the cam-and-double-roller gear. Suspension is by 
progressive semi-elliptic laminated springs, all 4 in. 
wide. Length between eyes is 50 in. on the front, 
60 in. on single rear axles and 48} in. on four-spring 
bogies. Michelin X or X steel-cord tyres are fitted 
as standard throughout the range, size and type 
depending on the vehicle and its axle loadings. 

The Bendix-Westinghouse dual air system, with 
the two separate circuits serving axles according 





The Guy Invincible chassis and cab as it appears in Mark II 
form. A normal-control cab using many of the same pressings 
is available om some vehicles in the range 


to vehicle type, operates Girling wedge-action 
two-leading-shoe equipment. The brake dimen- 
sions provide a total lining area of 714 sq. in. on 
two-axle chassis and 1,146 sq. in. on three axles. 
The eight-wheeler does not have brakes on the 
second front axle in standard form but these can 
be fitted at extra cost, when the total lining area 
is increased to 1,448 sq. in. A feature of the 
braking on the Invincible is a new patented hand- 
brake design employing an air cylinder to take up 
the initial slack in a geared system, which provides 
similar power to a multi-pull system with only one 
pull on the lever. 

The 24-volt electrical equipment includes four 
6-volt 108 amp.-hr. batteries, four flush-fitting 
headlamps, two pairs separately focused to provide 
correct driving and passing beams, and flashing 
direction indicators. A standard welded-steel fuel 
tank holds 40 gal. except on the four-wheeled 
tractor on which a 50-gal. unit is standard. Larger 
sizes are available optionally. 





The second scanner for use with B.E.S.I. bus control system has now been erected by London 


Transport at Hyde Park Corner 


it records eastbound buses on route 74. These views 


show the apparatus housing, which has been reduced in size from the earlier 
en iS 


instrument, on its post mounti 
carries the modified code plate 


above the station subway 


-. Leyland |M-C-W Olympic with 150 b.A.p. oil engine, 


Results of 


Experience 





Operators who are using passenger vehicles of 
integral construction, and whose experience 
covers many countries and every service con- 
dition, give reasons for their preference. They 
state that these coaches give 

(a) lower operating expenditure 

(6) lower maintenance costs 

(c) greater operating safety. 
The Leyland M-C-W re is the most widely 
used passenger service vehicle employing integral 


construction. Improvements incorporatedin the ° 





The metal construction forms a deep box section, with 
longitudinals and cross members of great depth, and additional 
reinforcement over door openings. 





Jevland. 


MCW 





Consequently the Olympic Series 2 is stronger 
and safer, has a greater performance and 
better braking. It is easier to drive and simpler 
to maintain. 


May we send you full specifications and details ? 


OLYMPIC 
SERIES 2 


Available with left-hand or right-hand drive. 





The driver’s compartment is spacious and is planned for 
otagraph shows the two-pedal 
control and fingertip gear change. 


maximum visibility. The 
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‘“‘Here’s the card, mate — 


Agents for the Dominion Motor Spirit Co. Ltd. 


LOOK FOR THIS SIGN > 


NATIONAL DERV 


NATIONAL BENZOLE COMPANY LIMITED 
WELLINGTON HOUSE, BUCKINGHAM GATE, LONDON Swi 


10 gallons please!’’ 


Your drivers may refuel at any of the National Benzole agency sites, 
which cover the country, by presenting a National Derv 

authority card. No money need change hands —the charge 

can be passed direct to the operating company. 

Drivers welcome this arrangement and operators find 

it preferable to cash-payment followed by reimbursement. 
NATIONAL DERYV is the premier diesel fuel—and the 
NATIONAL AGENCY Authority Card system 
makes it obtainable in the most convenient way. 


Why not let us 
arrange these agency 
facilities for you? 

















SALIENT FEATURES 
@ Light diesel engine developing 54 b.h.p; or 


4 cyl. o.h.v. petrol engine developing 53.5 * 
b.h.p., with long life chrome bores. 


SS 


Example of the diesel-engined ‘ Bantam’ 2-3 
tonner with special ‘Soft Drinks’ body. 












@ Full forward contro! with over II’ body- . 
space on 8’ 2” w.b. chassis; over 14’ on 10’ 2” § 
w.b. chassis. 


ASY to handle, extremely 
PE nceset and with a high 
degree of driver comfort, this 4 
quality-built truck, available with : 
alternative wheelbases, will give 
thousands of miles of trouble-free 
service. Ask your Dealer for illus- 
trated brochure. 


Gross vehicle weight 99 cwts. 
Exceptional manoeuvrability. 
Low platform easier and quicker to load. ¥ 


Powerful hydraulic brakes. 


Comfortable all-steel cab of imposing x 
appearance. N 
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A ROOTES PRODUCT — BUILT STRONGER TO: LAST LONGER! 





KARRIER MOTORS LTD. LUTON EXPORT DIVISION: ROOTES LTD. DEVONSHIRE HOUSE PICCADILLY LONDON WJ 
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NEWS FROM ALL QUARTERS 





Assured Arrival Service 
Since British Railways in April introduced for 
freight-train traffic an assured arrival service in 
each direction Glasgow with Aberdeen and Dundee 
(extended to Inverness and Elgin as from July 7) 
over 50,000 consignments have been carried with- 
out a single failure in the promise of an overnight 
service. 
<—<O<— 
Extension of Diesel Trains in North-East 
Diesel trains are to be introduced on the Harro- 
gate—York, Newcastle—Sunderland, and Sunder- 
land—South Shields services in the North-Eastern 
Region on August 18. A number of steam trains 
running in other services will also be replaced by 
diesels on the same date. The diesel trains to run 
between York and Harrogate are composed of four- 
car units; units of the two-car type will be used 
on the Newcastle—Sunderland and Sunderland— 
South Shields services. Both types of unit can be 
coupled together up to a maximum of eight cars 
<—o<— 
Hook Underpass to Start 
Main constructional work is about to start on the 
£358,000 scheme for a two-level junction which 
will allow traffic on the Kingston By-pass to flow 
under Hook Road at the Ace of Spades intersection. 
A surface roundabout will be connected by slip- 
roads to the by-pass which will burrow in a cutting 
formed under the roundabout. The scheme will 
also improve the Kingston By-pass for a length of 
about three-quarters of a mile, the two existing 
24-ft. wide carriageways being extended from the 
eastern end of the underpass to Woodstock Lane. 
<—O<— 
Financial Aid for U.S. Railways 
The United States Congress has passed a measure 
to provide to railways Government guarantees for 
loans up to $500 million and 15 years, and also to 
enable them to go over the heads of state authori- 
ties to the Interstate Commerce Commission to 
close part of a line which crosses state borders. The 
3 per cent federal tax on freight consignments has 
been allowed to expire; this benefits road operators 
also, Recently nine important railways sought a 
moratorium from the New Jersey authorities on 
their tax liabilities owing to financial difficulties 
but were refused it. They have until January 1 to 
meet demands for $18.5 million, and have sought 
to pay it by monthly instalments. 
—O— 


Long-Welded Rails for B.R. Main Lines 


Long-welded rails, forming continuous lengths of 
+ mile or more, are to be installed on main lines 
throughout the country as track renewals become 
due. A British Railways announcement states that 
this decision will result in new and higher standards 
of passenger comfort from noise reduction and 
smoother riding. Some 50 miles have already been 
equipped and a further 60 miles will be installed by 
the end of this year. To accelerate the programme 
four new rail-welding depots are to be established 
at Castleton (near Manchester), Dinsdale (near 
Darlington), Hookagate (near Shrewsbury), and 
at Motherwell, in addition to two existing depots 
at Chesterton Junction (near Cambridge) and at 
Redbridge (near Southampton). 


British Parking Association Mooted 
An association of parking garage and parking 
space operators, modelled on the National Parking 
Association of America, is likely to be formed in 
this country, according to discussions now taking 
place in London. British operators interested can 
obtain details from Mr. R. Chinn, Lex Garages, 
Limited, 2 Lexington Street, London, W.r. 
<—=ex—~ 
Improvement of A34 Road in Staffordshire 
As part of the general improvement of the 
Staflord—Stoke section of the Winchester—Preston 
trunk road A34, work is expected to start shortly 
on a scheme to double nearly two miles of the road 
at a cost of more than {200,000. This section runs 
from the Filleybrooks River Bridge to The Brooms, 
just south of Stone. It is intended to provide two 
carriageways each 24 ft. wide. 
<—Oo— 





Passenger Trains to Brynamman West Cease 

After August 16 the Western Region is with- 
drawing the passenger train service between Panty- 
ffynnon and Brynamman West. The service over 
this 6}-mile branch has been provided on weekdays 
only and with its withdrawal the following stations 
and halts will be closed for passengers: Amman- 
ford; Ammanford Colliery Halt; Glanamman; 
Garnant, and Brynamman West. 

<—=<orxm 


Moving Floors at Bank Station 

Work has been resumed on the installation of 
moving passenger belts at the Bank Station of the 
Waterloo and City Railway. The two moving floors 
will be each 4 ft. wide and will travel at 180 ft. per 
min. at maximum, cutting out a 300-ft. walk 
along a stepped tunnel at a 1 in 9 gradient. It is 
used by about 18,500 passengers daily, but the new 
equipment, delayed by cuts in the capital expendi- 
ture programme, will not be in use before 1960. 

<—<@<x 


Winter Economy Cuts to Steamers 

Winter passenger services on the Southampton— 
Havre cross-Channel route and on the Channel 
Islands services are to be reduced by the Southern 
Region as an urgent economy measure. These ser- 
vices, it is said, carry only a handful of passengers 
during the winter months. The Southampton— 
Havre service, the longest all-the-year cross- 
Channel sea route, is to be cut from three sailings a 
week to two each way. The Channel Islands ser- 
vices from Southampton and Weymouth will be cut 
from six sailings a week to four in each direction. 

<—=<o<— 


Line and Station Closing 

On September 15 Five Mile House Station, near 
Lincoln, on the Eastern Region, will be closed to 
regular passenger traffic. On the North Eastern 
Region, the section of line between Sowerby Bridge 
and Ripponden, used for freight trains, will be 
closed from September 1 and it has also become 
necessary to withdraw the freight train services 
between Hexham (exclusive) and Reedsmouth 
(exclusive), and Bellingham (exclusive) and Ric- 
carton Junction (exclusive). Humshaugh, Choller- 
ton, Barrasford, Wark, Falstone and Kielder 
Forest stations will be closed. 





Firestone, 
All-Tlraction 





DUAL PURPOSE ON-AND- 


is saving TRUCK OPERATORS money 


Here's why - & TOUGH RUGGED TRACTION BARS 


Give added stability on the road, dig in and 
take hold for extra traction off the road. 
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OFF-THE-ROAD 

Combines long, smooth wear on metalled 
surfaces with extra traction and pulling power 
on unmade roads. 


INCREASED DEPTH OF TREAD 
New, long-wearing, cut-resisting tread rubber 
gives longer non-skid mileage. 


4 
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CONTINUOUS CENTRE RIBS 
Assure safe, positive stopping power and longer 
even wear. New tapered grooves in tread 


reduce stone trapping. 
TENSION-DRIED GUM-DIPPED CORD 


Prevents tyre growth, tread cracking, separation 
and provides a stronger bonding between cords. 











Experience Counts 


44 Factories throughout the 


£1,000,000 per day. 


@mm world. Firestone total sales exceed 








Fi POSTON ALL-TRACTION TRUCK TYRES Give BETTER PERFORMANCE and CUT 
COSTS for on-and-off-the-road hauling, on farms, quarries and other places where dual-purpose tyres are needed. 









SAFELY 








Firestone tvres — consistently good 








Babe oe hse 














1g 
in 
ag 
an 
S, 


he 
n 


id 
ns 


vO 


er 
ys 
is 


ais = 


a ot 


i i J ee ee | 


‘ 























MODERN TRANSPORT 
AUGUST 16, 1958 


COMMERCIAL AVIATION 
C.A.A. Certificate for Eland 


DC6A FOR HUNTING-CLAN 


fg Napier Eland turboprop engine has been 
granted a certificate by the Civil Aero- 
nautics Administration of the U.S. Depart- 
ment of Commerce. The certificate is No. 305, and 
is dated July 28, 1958. The Eland passed an 
official 150-hour type test earlier this year under 
conditions laid down jointly by the Air Registration 
Board and the C.A.A. and was granted a normal 
category approval by the Air Registration Board, 
a copy of which was forwarded to the C.A.A. This 
approval quoted a maximum take-off rating for the 
Eland of 3,230 propeller shaft horsepower plus 
700 Ib. thrust, a total of 3,500 equivalent horse- 
power, at 12,500 r.p.m. The Eland has been chosen 
for the twitf-engined Canadair 540 airliner, now in 
production for the Royal Canadian Air Force as the 
CL-66, and, in other versions, for the Fairey Roto- 
dyne and the Westland Westminster. 


Comet 4 Flies Atlantic 


A de Havilland Comet 4 made its first Atlantic 
flight on August ro when it landed at Idlewild 
International Airport, New York. The total flying 
time was 9 hr. 5 min. The Comet, which went 
there to have a final series of noise tests, returned 
to Hatfield on August 12. It made the return 
flight in 6 hr. 28 min. averaging some 540 m.p.h. 
This was the fastest transatlantic flight by a civil 
air liner and was 1 hr. 16 min. better than the time 
of a Bristol Britannia of El Al last January. East 
African Airways Corporation is reported to be con- 
templating placing an order for a small number 
of Comet 4s. 


H.C.A. Gets Its First DC6A 


The first of two new Douglas DC6A aircraft for 
Hunting-Clan Air Transport reached London Air- 
port from the Douglas factory at Santa Monica on 
July 10. It was flown across by the company’s 
operations director, Captain L. B. Greensted. 
These aircraft are intended primarily for the 
Africargo network of all-freight services to all parts 
of Africa. They will progressively replace the York 
aircraft which have been used for the initial 
development of Africargo since 1955, and are being 
fitted out to be rapidly convertible to various pas- 
senger configurations ranging from first class up to 
a high density version with a maximum of 105 
seats. They will be available for general long-range 
charter and inclusive tour work. 


Daylight Transatlantic Flights 


Daylight flights across the Atlantic, which 
have already been found to be highly popular with 
passengers, May well become even more so when 
Comets are in service on the route. The British 
Overseas Airways Corporation plans to introduce 
the Comet 4 between London and New York later 
this year. This will mean an apparent journey time 
westbound of only 5 to 54 hr. (the remainder of the 
10-hour journey being taken up by the time 
change) and will enable passengers to have break- 
fast in London and tea in New York. At the 
current peak of transatlantic services B.O.A.C. is 
operating 44 flights a week in each direction. Of 
these, 14 are flown in daylight hours, providing a 
daily frequency on the Montreal, Detroit, Chicago 
route with Bristol Britannia 312s and a daily fre- 
quency to New York with Douglas DC-7Cs. The 
other 30 services are operated at night, thus pro- 
viding passengers with a choice of service. 


K.L.M. Enlarges Economy Class 


So popular has been the demand for economy 
class travel on the North Atlantic routes since its 
introduction in April last that K.L.M. (Royal 
Dutch Airlines) recently announced that it was 
going to increase the seating capacity in this class, 
by abolishing the tourist class on its nonstop 
Douglas DC7C flights. Commenting on the traffic 
results of the past few months, a K.L.M. representa 
tive stated that during the period between April 1 
and July 31, K.L.M. had carried 40,400 tourist 
and economy class passengers across the North 
Atlantic compared with 30,200 passengers in tourist 
class the previous year. Economy class travel had, 
therefore, been instrumental in increasing the total 
traffic by some 34 per cent. K.L.M. conducted a 
detailed investigation into the class of passengers 
who were travelling economy class, before deciding 
to extend these services. The majority of the pas- 
sengers was American, of whom 65 per cent in April 
and 75 per cent in May had an annual income of 
less than $10,000. The average was in the $6,000 a 
year bracket. 


P.A.A. Reports on Dectra 


The evaluation of the Dectra system over the 
North Atlantic progresses according to plan. After 
the very satisfactory results of the initial Ministry 
of Supply trials carried out in Valiant aircraft from 
Boscombe Down in which, it may be recalled, an 
error of only 2} miles off track was recorded after 
1,500 miles of flight navigated solely by the pilot 
using the Decca-Dectra systems, the trials have 
been continued by civil aircraft on scheduled 
flights. Pan American Airways, recently complet- 
ing its own Dectra evaluation, has issued a report 
on the system from its Atlantic Division head- 
quarters in New York. During February, March 
and April the evaluation was carried out with 
Boeing Stratocruiser N1036V. This type of air- 
craft was chosen because a high percentage of its 
operating time is spent on the routes covered by 
Dectra. During the test period a total of 27 Atlantic 
crossings were made, all accompanied by an ob- 
server trained in Decca-Dectra operation. The total 
flight hours were 435. Within the area of Dectra 
fixing cover, it was found to be reliable, highly 
accurate, simple to operate and provided a new 
concept in the presentation of navigational fixing 
through the flight log (automatic pen recording of 
position). The accuracy of Dectra was found 
Superior to the standard navigational systems 
against which it was checked. The system was 
found to be almost unaffected by precipitation 
static and continued to function when all other 
radio reception was swamped out. Once the in- 
dicators and chart had been set up, operation was 
completely automatic except for mid-ocean adjust- 
ment, requiring less than a minute. Daytime 
coverage extended from Newfoundland to Ireland 
and from the Azores to Iceland, while night cover- 
age was substantially greater. The principal dis- 
advantage of Dectra was the lack of fixing cover 
west of Newfoundland, This could be remedied 
by the installation of a ranging station on the 
Atlantic coast of the United States, approximately 
1,500 miles from the Newfoundland tracking 
station, in addition to the present ranging station 
in Scotland. 
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Mr. PHILIPPE DARGEOU 


After holding the post of deputy general manager since February, 1955, 
Mr. Philippe Dargeou was appointed general manager of the Société 
Nationale des Chemins de Fer Frangais in June of this year following 
the retirement of Mr. Charles Boyaux, as already recorded in MODERN 
TRANSPORT. Mr. Dargeou, who was born at Angouléme on August 24, 
1898, was placed second in the passing-out examination of his year at 
the Ecole Polytechnique, Ingénieur au Corps des Mines, and, after a 
short period with the Mines Domaniales de la Sarre, entered railway 
service in October, 1925, with the P.L.M. (Paris 4 Lyon et a la 
Méditerranée) company. After occupying various posts he was given 
the task of co-ordinating passenger traffic in 1934-35 and then, in 1937, 
was made assistant traffic superintendent. Upon the formation of the 
S.N.C.F. (French National Railways) on January 1, 1938, he became 
chief of passenger operation in the headquarters operating depart- 
ment and shortly before the outbreak of war in September, 1939, was 
promoted traffic superintendent, Eastern Region. In October of the 
following year he returned to headquarters as assistant to the director 
of the operating department, a post in which he had to cope with the 
many problems of railway working during the difficult period of the 
German occupation. Soon after the liberation of France he became 
director of the operating department and worked with the Allied 
military authorities in co-ordinating measures to restore traffic over 
the devastated railway system. Subsequently he was concerned especi- 
ally with the planning and organisation of the passenger services now 
operated by the French National Railways, with the development of 
new methods of freight traffic handling, the introduction of the Europ 
freight wagon pool and, still more recently, the reduction to two of 
the classes for passenger travel. Mr. Dargeou is a Commander of the 
Legion of Honour and holds the Medal of Freedom. 


RAILWAY CLOSURES 
Weighing the Possibilities 
By a Special Correspondent 


Te many with a high regard for the future of 
British Railways who believe that only if 
modernisation is accompanied by drastic 
pruning can prosperity be achieved, the recent 
announcement of proposals for closing the 
Midland and Great Northern Joint Line offers 
considerable encouragement. The railway is 
potentially a high-capacity transport machine 
of unequalled value and efficiency, but only if 
it is well loaded. The level of overhead costs 
renders attempts to employ it on low-density 
traffics well-nigh hopeless especially if, as on 
the M. and G.N., the need for large expenditure 
on renewal of way and works is looming up to 
confuse the capital account position. 

The possibilities of using the mass production 
characteristics of the railway by much greater drive 
towards the closing of intermediate stations should 
also be developd and it may be hoped that in the 
light of present-day circumstances the consultative 
committees will be sympathetic in their views on 
closures both of complete lines and of wayside 
stations. The aim should be a streamlined railway 
system approximating to that outlined by Major- 
General G. S. Szlumper, former general manager of 
the Southern Railway, in a wartime Institute of 
Transport talk about the future of railways, when 
he suggested that in many areas stops at key points 
15 Or 20 miles apart would be sufficient. This does 
not preclude the possibility that other routes may 
be found where fast and frequent diesel or electric 
services could develop new traffic for a series of 
local stations favourably placed in respect of the 
towns and villages they purport to serve. 


Special Buses Needed? 

In most cases of branch line and intermediate 
station closures hitherto passenger traffic has trans 
ferred itself to the buses in a substantial manner on 
its own account; few changes in existing bus ser- 
vices have been needed. Where future railway 
economy is concerned more attention may have to 
be given to special road services to fill gaps in the 
public transport network on the lines of the buses 
providing “correspondances " for the S.N.C.F. in 
France. In the case of freight traffic smalls and 
miscellaneous merchandise has already been 
covered by the zoning schemes working from 
relatively widely spaced railheads. There is scope 
for wagon load traffics to be dealt with in the same 
way, possibly by invoking the use of much larger 
containers than have hitherto been employed in this 
country to ensure better door-to-door service where 
the destinations are not rail-connected premises. 
There seems no reason why goods stations should 
not serve areas of up to 10- or 20-mile radius suc- 
cessfully by such means. The concentration of coal 
traffic on a depot at Palace Gates (MODERN TRANs- 
PORT, July 19), in lieu of seven depots scattered 
over the northern suburbs of London, is another 
pointer to the line of future evolution. 

Can further reductions of the railway system on 
the somewhat spectacular lines of the Midland and 
Great Northern be expected? Without the means 
for closer assessment of traffic figures this is almost 
an impossible question to answer, but uncontrolled 
competition in the Victorian era certainly has pro- 
vided Great Britain with an extraordinary variety 
of alternative routes not all of which can be used 
to capacity and some of which would never have 
been built on logical economic grounds. Prominent 
among such lines is the Great Central main line 
to London, It is probable that only certain sections 
can be justified in full today on the scores either 
of profitability or convenience, 

Outside the London outer suburban area all the 
principal towns served—Rugby, Leicester, Notting- 
ham, Sheffield and Manchester—are reasonably well 
served by other routes, in most cases shorter both 
by mileage and by passenger train performance. It 
must be admitted that there are passengers from 
Rugby and other places who normally choose the 
Marylebone route because of the reliable and 
regular timekeeping of the trains and sometimes 
because of convenience of timing. The convenience 
of the route for special passenger movements such 
as Starlight Specials, the possibilities of merchan- 
dise traffic concentration on Marylebone and the 
virtues of cross-country connections via the 
Banbury—Woodford Halse connection must not be 
overlooked and may well weigh substantially 
against closure, although elimination of particular 
classes of traffic and wholesale closure of inter- 
mediate stations may be possible. 


Other Proposals 

Cross-country links such as Kettering—Hunting- 
don—St. Ives must also presumably come high up 
the list for investigation. The attenuated passenger 
train service between Cheltenham and Swindon 
brings the whole of the former Midland and South 
Western Junction Railway under attention. Here 
is a series of local railways built across agricultural 
country which came to life only when the late Sir 
(then Mr.) Sam Fay was managing it with a train 
service over its single line that made the fastest 
afternoon London—Cheltenham connection by 
taking the 1.9 p.m. from Waterloo to Andover and 
there changing to the M.S.W.J. flyer. Such palmy 
days are unlikely to come again; if the traffic 
showed any signs of liveliness the projection of the 
Portsmouth—Andover diesel-electric service via 
Marlborough and Swindon to Cheltenham could no 
doubt have been achieved. 

Should the other great joint railways be sacro- 
sanct? The Somerset and Dorset, unsuccessful as 
a separate entity, achieved long life through its 
association with the Midland and London and 
South Western companies; it is heavily graded, 
partly single track and rather roundabout; at some 
periods of the day it is vulnerable in overall run- 
ning times to coach competition between Chelten- 
ham or Bristol and Bournemouth. The writer 
suspects it is only fully justified as a through pas- 
senger route on a few summer Saturdays; could the 
traffic from the North and Midlands to Bourne- 
mouth be, in fact, effectively handled via Westbury 
and Salisbury or via Oxford and Reading? 

To make the sort of cuts suggested fully operative 
some new connections might be necessary; the 
capital cost might not always be justifiable against 
the savings to be achieved. But there does seem a 
strong probability that services such as those over 
the former Hereford, Hay and Brecon, Mid-Wales, 
Neath and Brecon, and Brecon and Merthyr rail- 
ways could be dispensed with and British Railways 
replacement buses provided which would be inte- 
grated with the train services on routes such as 
Newport — Merthyr — Brecon — Aberystwyth or 
Hereford—Brecon—Swansea. The time has come 
to concentrate on the developed part of the railway 
system and to shed the rest. 
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Former Manchester car at Mannofield in 1950 


i deat MRE Aberdeen Corporation was able to 
# start conversion of the old Militia Barracks 
war broke out, and the barracks were com 
mandeered by the War Office at a rental of £400 
per annum. The Corporation again took possession 
in 1919, and the delayed conversion commenced 
The war interrupted further development of the 
ystem, and no further cars were obtained until 
919, when the Department itself built five open 
top cars, Nos. 66, 67 and 84-86, for the summer 
traffic on the Sea Beach route. These cars were 


THE ABERDEEN TRAMWAYS 





End of an 84-Year Era (Cont.)* 





By MICHAEL H. WALLER, B.Sc., A.M.LC.E. 


January 10, 1921, the first such route was opened 
from Castle Street to Footdee. Six months later, 
this service was extended to Balnagask - Road, 
Torry, using five Thornycroft J-type buses. By 
1924, the bus fleet had grown to 19, all of which 
were Thornycroft J or BT types, the latter vehicles 
having charabanc bodies for the rapidly expanding 
private-hire work. 

The same year witnessed a tramway extension 
from Rubislaw to Woodend and Hazlehead, a dis 
tance of 2 miles 56 chains, the last section being 
on a private right of way. The extension was 
opened on July 16, 1924. The section from Queen's 
Cross to Rubislaw was doubled in 1923, prior to 
this work. The first new trams, 16 in all, to be 
completely enclosed were. delivered in 1925; Nos. 
100-105 were built by the Department and Nos. 
106-115 by Brush. Two years later cars Nos. 
116-124, built by Aberdeen Corporation, were put 
into service; at the same time modernisation of 
the older cars was begun. This finally involved 
standardisation of the Peckham P35 trucks, many 
with E.M.B. air brakes, with Dick Kerr controllers, 
and with DK105 or 108, or B.T.H. 200 motors. It 
was a gradual process, and most of the earlier cars, 
which were scrapped in the early 1930s, retained 


routes were replaced, that double-deck buses were 
introduced. These were 14 Crossley Condors (Nos 
82-83(ii), 85-96), and this was the beginning of a 
long association between the department and a 
local firm, Walkers, which built the 48-seat bodies. 

Prior to this changeover, four types of buses had 
been tested: No. 81, a Crossley Eagle, No. 92(i), 
a Thornycroft, sold to Cardiff in May, 1931; No. 
83(i), a Leyland Titan TD1, sold to Dundee in May, 
1931, and No. 84, a Thornycroft BC type. The 
first oil-engined buses were eight Crossley Condors, 
with Walker bodywork, which were delivered in 
1933 (Nos. 9-16(ii)), which were followed shortly 
afterwards by four Thornycroft DGs (Nos. 17-20(ii)). 
The next year an A.E.C. Q-type single-deck bus 
(21(ii)) was obtained, and in 1935, ro further Qs 
were bought (Nos. 22-31(ii)). In October of the 
same year seven buses were acquired from Rover 
Bus Services, including two Qs (Nos. 104-5), and in 
the same year delivery was taken of eight Albion 
Valkyries (32-34, 36-40(ii)). 

Tramway Progress 
During the 1930s, the bus section of the depart- 


ment expanded rapidly, A.E.C. and Daimler pro- 
ducts being those usually purchased, until in 1939 
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Last Nottingham car at Castle Street in 1949 


of the Aberdeen Suburban Tramways Company, 
which operated over 2 miles of route from July 7, 
1904, and was closed on June 9, 1927, along with 
the company’s other 2}-mile route from Mannofield 
to Bieldside and Cutts, which began on June 23, 
1904. Incidentally, there was through running 
with Aberdeen Corporation until June 8, 1926. The 
Aberdeen Suburban Tramways ran buses from 1914 
to 1924, when it was found to be ultra vires. The 
Aberdeen Suburban Transport Co., Limited, then 
took the vehicles over and operated them until 





One of the older Aberdeen cars on the Woodend—Castle Street service; A.E.C. Regent for the final stage of the tramcar replacement programme; a Daimler at Bridge of Dee on the erstwhile 
tramway feeder route to Garthdee; and, right, one of the postwar trams 


mounted on Brill 21E trucks with Westinghouse 
equipment. Nos. 66 and 67 (ii) were later top- 
covered, whilst Nos. 84-86 were converted into 
works cars. The department now commenced to 
build new trams steadily, Nos. 87-99 being com- 
pleted in 1920, and Nos. 57-63 (ii) in 1922-23; all 
were similar to the cars built in 1912. 


Bus System Opened 
Due to the capital cost of rehabilitating the 
tramway system in the immediate postwar years, 
the town council decided in 1920 that all new 
routes were to be opened up with buses, and, on 





* Previous portion appeared August 9 


their original equipment until the end. In 1929 
a further delivery of Brush-built cars was made, 
Nos. 126-137. No tram No. 125 was built; the 
parts for this vehicle were retained as spares. 


Double-Deck Buses 

By this time there were five bus routes, most of 
which were circular and fed into the tramways at 
selected interchange points. The bus fleet num- 
bered 80 in 1930; all were single-deckers, 43 of 
them being Thornycroft (types J, r, AI and 
BC) and 37 Albions (types PJ24 and PMA28). Most 
of these were garaged at a new depot in Canal Road, 
opened in 1930. It was not until May, 1931, when 
the Duthie Park, Torry and Ferryhill tramway 


there were 111 buses as against ror tramcars. The 
tramways, however, were far from being neglected. 
The process of standardisation had resulted in two 
main types of trams, basically similar, but with one 
type retaining open balconies, whilst not only had 
the track been maintained very efficiently by the 
city engineer, but, in July, 1938, after the City 
boundary had been extended from Woodside to 
Scatterburn, the tramway route was similarly 
extended. In 1932 the overhead was converted to 
Fischer bow collection, and in the same year the 
workshops were considerably modernised and 
enlarged. 

This Scatterburn extension was in fact the resur- 
rection of part of the Woodside—Bankhead route 


acquisition of the company by W. Alexander and 
Sons, Limited, on October 1, 1932. For many years 
the Scatterburn route was worked by 18 English 
Electric trams (Nos, 1-18(ii)) which were bought 
from Nottingham in 1936. Construction was also 
begun of a new reserved track tramway from the 
Sea Beach to Castle Street. This work was sus- 
pended in 1939, and, although some track was 
laid, work was never resumed on it. 


Modern Tramcars 


Four further trams were delivered in 1941; these 
were intended to be specimens of the two possible 
types with which the Corporation would replace 

(Continued on page 12) 
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BLACKHEART MALLEABLE 
IRON CASTINGS 





The New Shotton Bros. 


Foundry at Halesowen 





QUALITY CONTROL PARAMOUNT 


N*®* production capacity, arising from the 
opening of a second foundry recently com- 

pleted at Halesowen, as already recorded in 
our columns, will make Shotton Bros., Limited, 
one of the foremost producers of blackheart 
malleable iron castings in the country. Founded 
in 1894, it has been an important supplier to the 
automotive trade from its Manchester Street 
Foundry at Oldbury for many years. This long- 
established company’s facilities for research and 
development are now backed by the technical, 
productive, and other resources of the Birfield 
Group, of which Shotton Brothers is a member 
company. 


Foundry at Halesowen 
The present plant, which we had a recent oppor- 
tunity of inspecting, occupies only one-sixth of 
the 10-acre site adjacent to the railway at Lodge- 
field Road, Halesowen. It is intended as the first 


of a number of similar units, each having a capacity 
of about 80 tons of castings a week. The services 
and flow of work have been so arranged that a 
second unit could be built against the north-west 
wall as a mirror image replica of the present one 
The 


and the whole operated as a single plant. 
building is of 
standard um- 


composition so that the annealing treatment may 
also be standardised. 

The rotary melting furnaces have an individual 
capacity of 7 tons and can be tilted to facilitate 
charging and slag clearance. They are fired with 
creosote pitch which is fed to them through a meter- 
ing pump at a controlled temperature from a heated 
outside storage tank. Recuperators supply a con- 
trolled weight of hot air. The temperature of the 
metal when tapped from the furnaces is checked 
by means of an optical pyrometer and maintained 
within plus or minus 20 deg. C. Thus each facet 
of the melting operation is carefully controlled, 
under the direction of the laboratory staff. A test 
bar is cast from each melt for determination of 
tensile strength, yield point and elongation to 
ensure that these conform to the requirements of 
the highest grade specified in British Standard 310. 


Moulding Sand Preparation 

The sand plant is completely automatic and 
requires no routine supervision whatever. Feed hop- 
pers of appropriate sizes store used sand returned 
from the knock-out station, new sand, bonding 
material and carbonaceous material. Preset elec- 
trically operated timers control the volume of each 
ingredient fed 
on to a supply 
belt and thence 





brella construc- 
tion, with a 
minimum num- vo 
ber of pillars 
intruding into 
the working 
area. Canteen, 
offices, changing 
rooms, toilets, 
compressor 
house and labor- 
atory are sited 
along the south- 
east wall. A pat- 
tern and main- 
tenance shop is 
also provided, 
although it is 
intended that 
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into a skip dis- 
charging into a 
reversible chute 
which feeds one 
or other of two 
batch mills. 











Water addi- 

tions, obtained 

\§ & from a supply 
having a stan- 

ie tt dardised _ flow 

FoF esas) rate, are con- 
| # ie trolled by 
we g 5 j another __elec- 
Le trically operated 





timer, and mil- 
ling proceeds for 
a predetermined 





most of the pat- 
tern making will 
be undertaken 
at the com- 
pany’s Oldbury premises for the time being. 

The new foundry has been designed primarily to 
give a very high rate of production of blackheart 
malleable iron castings, using the minimum of 
pattern equipment. The work flow has been 
arranged to reduce material handling and other 
non-productive operations, so far as this is possible. 
The equipment is sited to give a continuous flow 
of work from the stockyard adjoining the east 
corner of the foundry to the dispatch department 
in the north corner. A flow diagram reproduced 
shows the movement of metal, sand and cores 
during the production process. 


Simple Plant 

At the same time, the handling equipment has 
been deliberately kept simple so that the plant can 
also be used to supplement the facilities at Oldbury 
for producing short runs of castings and castings 
to special requirements. This includes the produc- 
tion of pearlitic malleable iron castings, either by 
alloying or by suitable heat treatment. Special 
attention has been paid to the installation of 
efficient dust and fume extraction equipment so as 
to maintain working conditions at a high standard. 
Local radiant heaters are provided for static 
workers and the building is well ventilated. 

Extremely narrow analytical limits need to be 
maintained if a desirable carbon-silicon balance and 
consequently a high-quality product is to be 
assured; a tolerance of less than 0.1 per cent in 
the carbon content (normally 2.4 per cent, but it 





Flow of metal, sand and cores at Shotton’s new foundry 





Core 
| al 
——— time interval. 
The discharge 
door then opens 
automatically, 
delivering sand into a skip hoist which carries it to a 
distributing hopper. The distribution of sand by the 
conveyor belt feeding the hoppers over each of the 
10 moulding machines is the only operation requir- 
ing manual control. Push buttons are, of course, 
provided to halt the sequence of operations tem- 
porarily if necessary; their use does not upset the 
timing of the various operations in progress at the 
time. 

The controls of the sand plant are electrically 
interlocked to prevent any operation occurring 
before the next item of plant is ready to receive 
it; for example, one batch mill cannot receive a 
second charge until the one already in it has been 
discharged. A check timer, set to operate a few 
seconds after all the feed timers should have cut 
off, comes into operation if any fails to do so and 
gives immediate warning to the staff. The control 
panel, on which all the preset timers are placed, 
is located in the compressor house and is under the 
direct control of the laboratory staff, who also 
carry out the standard routine tests on the sand 
at half-hourly intervals; these include determina- 
tion of moisture, green strength compression test, 
shatter test and permeability test. The sand con- 
trol equipment was specially made for Shottons by 
Field and Grant, Limited, of Birmingham. 


Core-making 

Core-oils are normally purchased ready-mixed, 
though special mixes can always be made up to 
meet particular requirements. 


After drying, the 





At the new Halesowen foundry of Shotton Bros., Limited: Distribution belt conveying sand 


from the mill hopper to moulding machine feed hoppers, with pallet conveyor with moulds 
ready for pouring; right, pouring molten metal 


may be varied to suit special requirements) is easily 
maintained, while the silicon content is kept within 
0.04 per cent of the desired value. These limits 
are achieved by using three batch melting furnaces, 
their heats being staggered to provide a continuous 
supply of molten metal of controlled composition. 


Furnaces and Metal Control 

Each ingredient of the charge is carefully 
weighed, batches of raw material being stored in 
separate pens and their composition checked 
against the suppliers’ stated analysis. Two samples 
are taken from each melt before it is poured and 
a rapid chemical analysis carried out on each to 
determine their carbon, silicon and, if necessary, 
manganese contents. If the first analysis reveals 
a discrepancy in the amount of any component, 
additional metal is added before the second sample 
is taken. During pouring, samples are taken every 
15 min. The chemical analysis of each sample 
occupies 20-25 min. so that changes in composition 
are quickly detected. Should the composition of 
a batch of castings fall outside the desired limits, 
this can be compensated for by an appropriate 
adjustment to the annealing treatment; every effort 
is however made to keep to the standard limits of 


sand is fed through a pneumatic duct to twin 
totally enclosed hoppers; these are provided with 
electrical probes to indicate when they are full. 
From the measuring hoppers underneath each 
storage hopper, the sand discharges into the mixing 
machine and is then fed to the core-blowing 
machines. A pendulum conveyor carries the green 
cores to the thermostatically controlled, oil-fired 
drying stove, after which they are placed on port- 
able stilla adjacent to the pallet-mould con- 
veyor, until required. 


Moulding and Casting 
Turnover machines incorporating automatic 
control of the number of jolts are used for mould- 
ing. It is intended that, when the foundry is in 
full production, four machines will be making top 
half moulds and four bottom halves, leaving two 
machines available for ttern changing and 
sampling procedures. The bottom half moulds are 
placed on the continuously moving pallet mould 
conveyor, cores are laid on from the gangway side 
of the conveyor and top half moulds added. The 
complete moulds then travel round to the casting 
area adjacent to the furnaces. Molten metal is 

(Continued on page 12) 


11 





Yes, it’s a different operator, but the 
story as before. In 1955, Stanley’s Haul- 
age Ltd., of Hockliffe, Beds., bought a 
second-hand ‘Comet’. In addition to 
the tribute quoted above, they say the 
truck has so far done 110,000 miles with- 
out an involuntary stop. For a Leyland, 
the mileage is negligible, but we hope to 
hear from them when the half-million 
mark is reached. 


Stanley’s go on to say, “We realise 
this performance is not exceptional for 
Leyland, but as the ‘Comet’ was our 
first A-licensed vehicle, the future of our 
small business depended upon it. We 
were not disappointed ”’. 


We like this trust in our trucks ! 





Jeylan COMET 
saves you £8 from the word GO! 


LEYLAND MOTORS LTD. Home Sales Office : 3 LYGON PLACE, LONDON, S.W.1 


Tel: SLOane 6117 


Export Division: HANOVER HOUSE, HANOVER SQUARE, LONDON, W.1. Tel: MAY fair 8561 


















FOR HOME AND EXPORT 


HOME RHODESIA 


HOLMES (PRESTON) LTD. ZAMBESI COACHWORKS LTD. 
Homalloy Works, Blackpoo! Rd., Presion, \ Private Bag 25, Kopie, Salisbury 
Telephone : Preston 89233 (5 lines) 


Telephone: 24353 
Telegrams : Homailoy, Preston ‘ 


BIG-LOAD 
TIPPING 
BODY 


LASTIC 


This large-capacity tipping 
body is constructed entirely 
of plastic material, formed 
in two ‘skins’, and cradled 
on Homalloy light alloy 
extruded sections. It is 
completely water-tight and 
resistant to most acids. The 
tail door is also plastic, 
fitted in a Homalloy frame. 


The body illustrated has an 
overall weight of only 9 
cwts. with inside measure- 
ments 12’ 6” x 7 2” x 
4 0”. It can also be sup- 
plied in a wide range of 
sizes to fit any type of 
tipping body. 











SOUTH AFRICA 


BUS BODIES (S.A.) LTD. 
P.O. Box 4008, Port Elizabeth 
Telephone :. 87436 























































motors and 
control gear 


The reliability of G.E.C. motors 
and control gear for trolleybus 
operation is proved by the regular 
repeat orders which are placed 

by existing users. The two types 
shown increase the total number 
of trolleybuses in the city of 
Cardiff using G.E.C. electrical 
equipment to 63 double decker 
and 6 single decker. 








FOR TROLLEYBUS, RAILWAY AND TRAMWAY 


ELECTRIC TRACTION EQUIPMENT 


THE GENERAL ELECTRIC CO. LTD., MAGNET HOUSE, KINGSWAY, LONDON, W.C.2 





































The simplest, most direct route for all exported goods to the Continent. Your own 
lorries, or those of your haulage contractor, drive on to the Ferry at Tilbury and off 
again at Antwerp. Packaging, breakage, pilferage and handling delays are reduced 
to a minimum. The Transport Ferry Service also runs daily between Preston and 
Northern Ireland. 
Drivers—and, if required, salesmen and technical representatives—travel with 
, the vehicles from door to door. It is as easy now to 
{ deliver goods abroad as at home. 
| jie The Transport Ferry Service is a time and money- 
: saving reality—the best way to the Continent and 
Northern Ireland. Ask your Transport Manager, 
SET. usual haulage contractor or shipping agent about it, 
wit or write to: 


THE TRANSPORT FERRY SERVICE 


NAVIGATION ith.) 
Telephone: WHitehall 2401/6 or 5564/6 












(ATLANTIC STEAM 
256 Whitehall, London, S.W.1. 






LONDON cisury) TO ANTWERP - PRESTON TO NORTHERN IRELAND 
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The Aberdeen Tramways 





(Continued from page 10) 


the existing stock of cars. Nos, 138-139 were bogie 
cars and Nos. 140-141 single-truck units; all four 
were built by English Electric with E.M.B. trucks. 
During the war, a number of vehicles was com- 
mandeered by the War Department, and six buses 
were on loan to London in 1940. Only seven new 
buses were acquired during the war, with the result 
that, at the end, the Department was desperately 
short of both buses and trams. The immediate 
postwar policy was to retain all the tramway 
system, with the possible exception of the Manno- 
field route, and consequently an order was placed 
with English Electric for 20 bogie trams similar to 
Nos. 138-139. As an interim measure, 14 Pilcher- 
type four-wheelers were bought from Manchester 





The first motor bus in the Aberdeen fleet 
was this single-deck Thornycroft J type 


in 1948 (Nos. 39-52(ii)). The new bogie cars, with 
bodywork by R. Y. Pickering of Wishaw, were 
delivered in 1949. 


Postwar Period 


Much progress was made towards the rehabilita- 
tion of the tramway system, but postwar shortages 
and restrictions inevitably slowed down the work 
considerably. Although the built-up area of the 
city was rapidly expanding, there was never any 
serious attempt at extension of the tramways, 
though detailed proposals were made in 1951 for an 
extension from the Sea Beach terminus northwards 
along the Promenade; this was to be linked with 
the derelict direct route to Castle Street. For the 
visit of the Royal Highland Show in 1950, the 
layout at Hazlehead was rebuilt to include increased 
siding accommodation. 

During the same period, the number of new bus 
routes serving housing estates was growing steadily, 
and from June, 1945, to June, 1950, alone, 112 new 
buses were delivered, mostly A.E.C, and Daimler. 
Included in this number were 10 A.E.C. Regent 
RTs with Weymann bodies, which were delivered 
between December, 1946, and March, 1947, (Nos. 
house bodies, bought specifically for touring work 
(Nos. 86-95(ii)). Between 1945 and 1950, the 
number of buses in service increased from 77 to 149. 

The planned abandonment of the Mannofield 
tram route took place on March 3, 1951. With the 
consequent closing of Mannofield depot, coupled 
with the arrival of the new cars, there was again 





severe depot shortage. As a remedy, the old depot 
at Queen’s Cross was virtually scrapped, and an 
entirely new depot erected in 1951; it was still 
in use as a tram depot until May 3, 1958, as a store 
for some of the older cars. 

Although the weekday service on the Sea Beach 
route was suspended during the winter of 1953-54, 
and the Nigg bus route was extended from Wales 
Street to Sea Beach, abandonment of the system 
did not start in earnest until October 2, 1954, when 
the Rosemount group of routes was withdrawn; 
this took place with considerable ceremonial, and 
included the reappearance of one of the horse 
trams. A year later, on November 27, 1955, the 
Woodside route was converted, and at the official 
end of the summer season, September 29, 1956, the 
Sea Beach route was closed. This was followed on 
October 7 by the closure of the reserved track 
section from Woodend to Hazlehead, to allow road- 
works to be started in preparation for the con- 
version of the entire Woodend route, from Queen’s 
Cross, on November 17. 


Integration 

During the fuel shortage of that winter, the Sea 
Beach route was reopened from December 17 to 
March 13, when its final demise was ensured by a 
major cable fault. With the changeover of the 
Bridges route, the conversion has been completed, 
and the entire pattern of the municipal transport 
services in Aberdeen has been changed. The former 
tramway services have been completely integrated 
into a complex system giving a considerable degree 
of through running and circular services. Since 
June, 1950, a further 111 buses (Nos. 160-270) had 
been acquired by the end of May, 1958, whereas 
prior to the final abandonment, only 41 tramcars 
remained serviceable. 

All of these trams were sold to Birds Commercial 
Motors, Limited, of Stratford-on-Avon, by which 
firm they were dismantled on the concrete reserved 
track at Sea Beach. At one time it had been 
expected that No. 36, the official last tram, would 
be preserved along with the horse tram, but this 
scheme fell through. As there are accommodation 
difficulties in Aberdeen the horse tram is to be kept 
for the time being at Shrubhill Works of Edinburgh 
Corporation Transport. 


Economy 

A detailed article on the reorganisation of the 
city’s transport services was published in MopERN 
TRANSPORT on May 3, 1958. With the abandonment 
of the trams, considerable through running has 
been introduced; the Bridges tram route is now 
absorbed in a bus route from* Balgownie to Garth- 
dee, which also replaces the two feeder bus services. 
A major economy will be effected by the closure of 
all garages in the city, with the exception of King 
Street, which is being extended to house 230 buses. 

Already a considerable mileage of track and sett 
paved street has been reconstructed in asphalt, and 
improvements in layout have been made possible, 
which have noticeably helped traffic flow in the 
city. On May 5, last, work commenced on lifting 
the rails and paving in Union Street, and it is 
hoped to complete the work in 18 months. The 
speed and efficiency with which the conversion has 
taken place, with the minimum amount of dis- 
turbance, are to be highly commended. 


Blackheart Malleable Iron Castings 





(Continued from page 11) 


carried from the furnaces in preheated ladles sus- 
pended from an overhead runway. 

When the pallet mould conveyor is moving at its 
normal rate of about ro ft. per min., the moulds 
take some 30 min. to travel through the cooling 
tunnel—this is sufficient to cool the heaviest cast- 
ings which the production line is expected to 
handle. The cooling tunnel is completely enclosed 
so that the fumes can be extracted from it by fans 
and taken out of the building. On leaving the 
tunnel, the moulds arrive at the knock-out station. 
This, too, has been enclosed to prevent dust and 
fumes spreading through the foundry. The design 
of the hood and the rate at which air is drawn 
through it were the subject of much research, as 
it was necessary to ensure that all the dust and 
fumes are removed from the working area, while 
at the same time the maximum amount of sand 
falls through the vibrating grid on to the belt 
conveyors which return it to the storage hoppers. 
On the way, the used sand passes a magnetic 
separator to remove particles of metal and a rotary 
screen to take out any lumps of hard sand. Em 
moulding boxes are returned to the moulding 
machines on a gravity roller conveyor. Although 
only a little sand is sucked into the exhaust hood, 
a wet dust extractor is installed to prevent this 
being discharged into the atmosphere. 

At the knock-out station, castings are loaded into 
pallet trucks, and runners, risers and feeder heads 
broken off by hand and returned to the charging 

















Editorial reference was made in our last issue to the operation of Bradford tram No. 104 to 
mark the diamond jubilee of municipal transport operation 


platform for remelting. The castings go forward 
to a rotary shot blast table for cleaning and are 
then placed on a turntable which serves both as 
an inspection bench and as a temporary storage 
rack. Inspected castings are moved in boxes on 
a roller conveyor for packing into the sealed white 
iron containers mounted on rail trucks which pro 
tect them from the action of the furnace gases 
during their passage through the annealing furnace. 

The furnace is oil-fired, having both the oil and 
air supplies controlled by electrically operated 
valves. The temperatures in each of four zones of 
the furnace, which can be selected at will, can be 
controlled to within plus or minus 5 deg. F. to 
enable the annealing cycle for any particular truck- 
load of castings to be adjusted to meet special 
requirements. Kent recorders provide a continuous 
record of the temperatures in every other zone of 
the furnace, so that it is a simple matter to com- 
pute the exact annealing cycle through which each 
batch of castings has gone. After anneaJing, cast- 
ings are placed in boxes and moved on roller con- 
veyors to grinders for removal of gates and 
flashings; each grinder is connected to a wet dust 
extraction system. Pressing, hand straightening 
and gauging are concentrated in an area to which 
all castings flow after grinding. A second rotary 
shot blast table is provided for treating annealed 
castings. Every casting is given a final visual 
inspection; this is augmented by breaking up 
occasional castings to check their internal solidity. 

















“A t- DP OO KP 


fo 
— 


naaeDd & 


d 
d 


n 
t 


Wm- + SRe el @ 


‘'ROBR OD - mers 


d 


2 ® 


iow @ 


Oe eS OO 





MODERN TRANSPORT 
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DERBY-BUILT 
DIESEL POWER 


Sulzer Engines and B.T.H. Electric 
Transmission (Cont.)* 


B.R. TYPE 2 1,160-H.P. UNITS 


these driving cabs of the Type 2 diesel-electric 
locomotive built at Derby are spacious. The 
two side doors are placed behind the driver's 
and assistant’s seats. Cab heating and ventilation, 
combined with a screen demister, is fitted. Fresh air 
is blown by an electrically driven blower through 
heating elements fed from the engine cooling system 
and is controlled by the driver. The unit can be used 
for blowing cool air in exceptionally hot weather. 
Screen wipers are provided, and also a two-tone 
warning device. An electric cooker is provided in 
each cab. Comfortable adjustable seats are pro- 
vided and the various controls and indicators are 
conveniently and neatly arranged. A minimum of 
instruments confront the driver. 

A wheel slip light and engine stopped light are 
provided together with boiler and power equipment 
fault lights. These indicator lights glow dimly 
under normal conditions, but come up brightly 
when a fault occurs. A detailed indicator in the 
engine compartment shows which actual piece of 
apparatus is giving trouble. 

Steam for carriage warming is provided by a 
Stone-Vapor boiler having a capacity of 1,500 lb. 
of steam per hr. at 60 Ib. per sq. in. The apparatus 
is automatic and fully protected. The T.I.A. system 
of boiler feed water treatment is provided incor- 
porating a hydrostatic doser tank. All water tanks 
and circuit pipes for boiler feed and engine cooling 
water are galvanised to prevent corrosion. 


The New Sulzer Engine 
The Sulzer engine used in the D5o000 class is the 
6LDA28 type, basically the same in-line six-cylinder 
engine as was built before the war. This engine has 





[ny 


sy 


Front end elevation of D5000 





make fitting of this very much easier. The connect- 
ing rod head outside diameter is still slightly 
smaller than the cylinder bore so that the complete 
piston connecting rod assembly can be easily pulled 
vertically out of the cylinder. The cylinder liners 
look similar to the previous type, but improvements 
have been made in the sealing arrangement between 
liner and cylinder head with the sealing ring fitted 
into a recess in the liner. 

The pistons are of the well-tried forged aluminium 
type which include oil-cooled piston rings, but the 
cooling groove behind the top ring has now been 


- 





Cylinder block and (right) crankcase of the Sulzer 6LDA28 diesel engine 


many outstanding characteristics which have been 
preserved throughout the years but it has under- 
gone many changes in detail. The basic character- 
istics have been described from time to time, but 
the latest modifications introduced have consider- 
able interest. To start with, the engine cooling 
system has been radically changed and an oil-water 
heat exchanger fitted to the engine crankcase. This 
takes the place of the previous air-cooled oil radiator 
and the designers claim that its results are much 
more beneficial to the engine as the control of the oil 
temperature is much easier. It also obviates a lot 
of piping in the locomotive as all the principal oil 
piping is directly fitted to the engine. 

Incidentally the principle introduced some years 
ago of making all piping integral with the engine 
structure has been taken a step further. All the 


enlarged considerably and fewer piston rings are 
fitted than previously. The design of end caps for 
the floating gudgeon pin has also been slightly 
modified in order to obviate completely the loss of 
any oil from the gudgeon pin. The cylinder head 
is still the straightforward design, having only two 
valves with inlet and exhaust valves completely 
interchangeable. The valve rocker assembly how- 
ever has been changed in order to provide a forced 
oil feed to the tappets, and this should make it 
possible to go for longer periods without wear on 
these tappets. 


Fuel Injection 
Interesting changes have taken place in the 


arrangement of the fuel injection gear. Individual 
fuel pumps are still fitted, but each of these pumps 


LEADING PARTICULARS 





Engine. , . Sulzer diesel—Type 6LDA. 28. Six- 
cylinder, four-stroke. with pressure 
chargers. 1,160 h.p. at 750 r.p.m. 
British Thomson-Houston—TypeR.T.B. 
15656. 

Traction motors . British Thomson-Houston—Type 137 
BY. Four motors, Chevron rubber- 
mounted nose suspension, Single-reduc- 
tion gear drive 

Max tractive effort 40,000 lb. and 24.2 
per cent adhesion at 2,320 amps. (main 
generator). Cont. tractive effort 21,300 
Ib. at 14.8 m.p.h. at 1,400 amps. (main 
generator), Average rail h.p. 865 be- 
tween 77 and 69 m.p.h. 

Type—for loco., vacuum-controlled air 
brake and direct air brake; for train, 
vacuum braking. Brake force 84.8 per 
cent of loce. weight working order. 


Main generator 


Performance 


Braking 





Speed Max. permitted service speed 75 m.p.h 
Curve Min radius curve without gauge widen- 
ing: 44 chains. 


Train heating equipment Stone—vapour boiler type O.K. 4616 A. 
Steaming capacity 1,500 Ib. /hr. 
Engine and boiler fuel, 630 gal. Boiler 
water 600 gal. 
Operation in multiple with locomotives 
of the following groups: 
L.M.R. 1,160 h.p. Bo-Bo Type 2 
L.M.R. 2,300 h.p. 1Co-Co1 Type 4. 
B.R. and C.W. 1,160 h.p. Bo-Bo 


Tank capacities .. 


Multiple working 


E 
B.T.H. 800 h.p. Bo-Bo Type 1. 





major oil pipes in the crankcase are now welded into 
the main structure and the longitudinal brace is 
actually used as the main oil feed gallery. A further 
bolted ‘connection that has been done away with 
is that of the engine sump, which is now welded 
on to the crankcase, thus obviating any possibility 
of oil leaks in an inaccessible spot. 
Oil Filtration 

With the change of the oil cooling system, has 
also gone a change in the oil filtration scheme, and 
the engines are now fitted with fine self-cleaning 
strainers in the full flow of the pump and a cotton 
waste-filled filter in the by-pass. Sulzer has 
retained the feature whereby the engine regulator 
servo mechanism is fed from the sump oil, but the 
oil fed to the governor now all comes from the 
by-pass filter. This ensures that only the cleanest 
oil goes into this system. The same principle has 
been preserved for the lubrication of the plain bear- 
ings of the supercharger, which are all lubricated 
directly from the by-pass filter. 

The crankshaft of the engine with the large 
balance weights still appears to be the same as 
before. In actual fact, larger balance weights are 
now being fitted and the crankshaft is also of 
slightly greater hardness, being now made of alloy 
steel. The finish of crankpins and journals is even 
better than previously. 


Big End Bearings 

Crankshaft and connecting rod big end bearings, 
which used to be of the white metal type, are now 
of the thin wall tri-metal precision type which are 
fitted without shims or scraping. The well-known 
wedge arrangement to lock main bearings is still 
preserved, and the connecting rod bearings are 
again locked with pairs of gear wheels which are 
in constant mesh. A significant change associated 
with the fitting of thin wall bearings is the strength- 
ening of the connecting rod head, which should 





* Previous portion appeared August 2. 


is now provided with a stop at the end of the rack 
travel. This stop is adjusted after the fue] pump 
has been calibrated on a fuel pump test rig. Mount- 
ing of the unit on the engine, therefore, becomes 
very simple with all the pumps giving the same 
output characteristic when pulled out to the stop. 
The fitter putting pumps on to the engine need 
only ensure that the rack is fully pulled out to its 
stop before he connects it to the fuel pump control 
shaft. No further load balancing of the engine is 
required. Fuel pump control shafts and fuel mani- 
folds have been redesigned so that they do not 
interfere with the pump and tappet assemblies, so 
that replacement has become even easier than 
previously, The individual cut-out gear for fuel 
pumps has been retained although in a modified 
form to make it again easier to replace pumps. 


Separation of fuel oil from the lubricating spaces 


has been rigorously carried out; the Sulzer designer 
no longer takes the injection pipe directly to the 
injector, where is would pass over the cylinder head 
and any broken pipe might cause fuel to go into 
the lubricating oil. The injector pipe finishes out- 
side the cylinder head and any breakage would 
result in fuel being spilt only on the floor. Fuel is 
fed from that point to the injector through a drilled 
stud which is screwed to the injector body. 


Governor 


The governor has been redesigned and incor- 
porates new features which make it possible to give 
the locomotive an even smoother start than was 
previously possible. Both output control and 
tractive effort control are on the continuous air- 
pressure system and no notching contactors are 
necessary. The governor incorporates the servo 
motor for the generator load regulator rheostat, 
and now also has built into it the pressure charging 
protection unit which used to be fitted at the other 
end of the fuel pump control shaft. 

A new arrangement of the gauge panel has been 
introduced. Whilst this was previously mounted 

(Continued on page 14) 








THE FIRST line service diesel electric loco- THE FIRST main line diesel hydraulic locomo- 
motive to be built by British tive to be built in British Railways 
Railways’ workshops under the workshops—No. D.800, Sir Brian 
original modernisation programme Robertson. 
—No. D.s000. 


Both these locomotives are equipped with SKF spherical 
roller bearing axleboxes and both now take their place in service 
with the many other types of locomotives and rolling stock which 


are SKF equipped. 


SPHERICAL ROLLER BEARING AXLEBOXES 


THE SKEFKO BALL BEARING COMPANY LIMITED - LUTON : BEDS 


OVER ONE MILLION ERBGFP’ ROLLER BEARING AXLEBOXES HAVE NOW BEEN SUPPLIED TO THE RAILWAYS OF THE]WORLD 
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tyres 
axles 
solid wheels 
disc centres 
assembled pairs 
of wheels and axles 















for all classes 
of railway rolling stock 


tramway tyres and axles 


gear wheel forgings 
and rolled steel rings N 
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KILNHURST STEELWORKS GPO BOX No. 3 ROTHERHAM YORKS N{\ 
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sailing ona 
lubricant... 





... little do they know — those yachtsmen on Windermere and the lakes of Wales — 


that water is sufficient lubricant for the bearings of steel rolling mills. 

Ask the steelmen of South Wales and of Sheffield, and the north-east coast, 

for they have produced millions of tons of steel, using RAILKO bearings 

lubricated by water. Experience is knowledge: RAILKO LIMITED has 21 years’ 
experience of making heavy duty bearings. RAILKO shares in the research, technical, 


and productive facilities of the whole Birfield Group. 


| of all types for all industries 


Birfield Group 


High Wycombe - Bucks - Phone: Bourne End 1000 


My 


Bearings 


through the 





RAILKO LIMITED 
PHOSPHOR BRONZE CO. LIMITED 
BOUND BROOK BEARINGS LIMITED 


Treadaway Works - Loudwater 


Bradford Street - Birmingham 5 Phone: Midland 6621-6 


Trent Valley Road - Lichfield - Staffs - Phone: Lichfield 2027-8 





ap lie beet 


SUPERFINE COACH FINISHES 





SPECIALIST PRODUCTS IN CY 


ABRASION-RESISTING ALLOY 
LOCO 
BRAKE 
BLOCK LIFE 


extended from 
3 months to 
23 years 


This is typical of the extra 

set vice being obtained from 

our CY Alloy Brake Blocks— 

which although remarkably 

resistant to weer, have no 

adverse effect on loco tyres. This is one of our most 
. dicati After exhaustive tests — Ss 


‘PARSONLOID’ 
Cellulose finishes 


in all colours and 
polychromatic 


‘PARSOLAC’ 
Alkyd resin finishes 


for brushing and 
spraying 


PARSONS HALF-HOUR LACQUER 


New type lacquer— 
needs no polishing 


for all types of 
Commercial, Passenger and Goods Vehicles 


Ensure a sound foundation with 


PARSONS PRIMERS & FILLERS 
THOS PARSONS & SONS LTD 


ESTABLISHED 1802 
70 GROSVENOR ST., LONDON, W.1. MAYFAIR 7951 


BRANCHES: Beaconsfield . Birmingham . Brighton 
Cardiff . Cheltenham . Cork . Dublin . Edinburgh 
Glasgow . Hanley . Leeds . Manchester . Newcastle-on-Tyne 
Nottingham . Plymouth . Southampton 
WORKS: Church Road, Mitcham, Surrey . Mount Shannon 
Millis, inchicore, Dublin . Hillington, Glasgow 


NINETEENTH CENTURY 
RAILWAY CARRIAGES 


by C. HAMILTON ELLIS 








LUTTERWORTH - Near RUGBY 


Tel.: Lutterworth 10, 60 & 152 
Grams: “Wycliffe.” Lutterworth 











Lavishly illustrated with photographs and drawings, this book is a 


noteworthy contribution to railway history—Price 22/- including postage. 


From the publishers: 


Modern Transport Publishing Co., Limited 
3-16 WOBURN PLACE, LONDON, W.C.1 
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Derby-Built Diesel Power 





(Continued from page 13) 


directly on the engine, it is now resiliently mounted 
in the locomotive but still at the free end of the 
engine. The new gauge panel groups together the 
following gauges: water pressure and water tem- 
perature, oil pressure and oil temperature, control 
air pressure and charging air pressure and an 
exhaust pyrometer — a selector switch for 
individual cylinders. Inside the instrument panel 
are also fitted oil and water pressure switches, but 
it is pointed out that the oil pressure switch is only 
a warning device and actual shut-down of the 
engine on oil failure is done by the governor and 
not by the oil-pressure switch. In this way any 
maloperation of the oil-pressure switch will not 
cause an interruption in service. 


Electrically Driven Auxiliaries 


Associated with the engine is an electrically 
driven pump set which at one end drives the water 


recently, will shortly appear in our columns. It is 
of particular interest that one of the 12-cylinder 
2,300-h.p. Sulzer engines, which will be mounted 
in the next series of diesel-electric locomotives to 
appear from Derby, is being shown at the Brussels 
exhibition, coupled to a Crompton Parkinson 
generator. 

When the locomotives are completed it is 
intended that 20 will be allocated to the London 
Midland Region for hauling passenger and express 
freight trains between London and Crewe, but 15 
of these are initially to be loaned to the Southern 
Region, pending deliveries of the diesel-electric 
locomotives of 1,550 h.p. associated with the Kent 
Coast electrification scheme. Until this scheme is 
introduced the locomotives will be employed on 
mixed-traffic duties in the Chatham—Faversham— 
Ramsgate—Dover area, including certain freight 
trains between Hither Green, Chatham and Faver- 


SUPPLIERS OF EQUIPMENT 
DIESEL-ELECTRIC LOCOMOTIVE D5000 





Davies and Metcalfe, Limited, brake equipment. 

I.C.1., Limited, aluminium alloy plates and section. 

The British Ermeto Corporation, Limited, pipe couplings. 

Uni-Tubes, Limited, Kopex flexible tubing. 

Arens Controls, Limited, remote controls. 

Smiths Industrial Instruments, Limited, fuel capacity gauges 
and instruments. 

Howard Clayton Wright, Limited, rubber glazing strips, 
Stik-a-Strip rubber adhesive sponge strip. 

Zwicky, Limited, filters. : 

Albert Taylor and Sons (Valves), Limited, miscellaneous valves. 

British Steam Specialities, Limited, miscellaneous valves. f 

J. Stone and Co. (Deptford), Limited, carriage heating boiler 


equipment. 
Air Maze, Limited, air filters. 
Desilux Equipment, Company, horn. 
Robert Hyde and Sons, Limited, Isothermos axleboxes 
The Skefko Ball Bearing Co., Limited, roller bearing axleboxes. 
Jonas Woodhead and Sons, Limited, bogie shock absorbers. 
Armstrong Patents Co., Limited, bogie shock absorbers, 
helical thread inserts. r 
Westi:ghouse Brake and Signal Co., Limited, brake cylinders. 
Crompton Parkinson Stud Welding Organisation, welded studs. 
K. D. G, Instruments, Limited, hydrostatic water tank capacity 
gauges 
James Walker and Co., Limited, Treadmaster floor covering 
“Dzus” Fastener, Europe, Limited, quick-release fastenings. 
Pyrene Co., Limited, fire protection equipment. 





Beckett, Laycock and Watkinson, Limited, windows. 
Bound Brook, Limited, oil-retaining bushes. 
The Magness Bronze Bearing Co., Limited, oil-retaining 


shes 

Hardy Spicer, Limited, Universal ‘shafts and joints. 

Trico-Folberth, Limited, window wipers. 

ocuion. Limited, sound insulation. 

The British Electric Resistance Co., Limited, dimmer switch 
device on instrument panels. 

Grelco, Limited, cable terminal blocks. 

B.M.A.C., electric lamp holders. 

Herbert Terry and Sons, Limited, spring clips. 

Tomey Industries, Limited, special glass water tube gauge. 

Simmonds Aerocessories, Limited, Spire nut grips. 

ames Beresford and Sons, Limited, door locks and handles. 
hilton Electric Products, Limited, boiler control circuit 
breaker. 

oo Mills, Limited, Mills drive pins. 
jilmot Breedon, Limited, locks, catches, etc. 

The United Flexible Metallic Tubing Co., Limited, flexible 
steam pipe for carriage heating boiler. 

=. H. Jones, Limited, universal couplings. 

Dover, Limited, hand wheels. 

Renold Chains, Limited, chain drive for handbrake 

Oleo Pneumatic, Limited, buffers. 

A. W. Chapman, Limited, seats. 

Ferodo, Limited, footstep treads. 

Automotive Products Co., Limited, self-sealing hose couplings. 





circulating pump and at the other, through a gear- 
box, the fuel transfer pump and oil priming pump. 
The main oil-pressure pump is, of course, crank- 
shaft driven on the engine. This pump set is a 
further extension of Sulzer’s principle of driving 
some of the auxiliaries, notably the water pump, 
electrically in order to have more flexibility in its 
use. In the locomotive the pump set is started 
just before the engine starts, in order to provide 
fuel in the gallery and also to prime the engine 
bearings, and it is left running after the unit 
has stopped so as to give even cooling of the engine 
by circulation of water and oil. 

The engine covers have been redesigned. On the 
fuel pump gallery there are now three covers each 
easily removable by two hand wheels. On previous 
engines there were smaller circular inspection 
covers for each individual fuel pump, fitted on a 
large cover going over the whole of the fuel pump 
gallery. Newer sealing arrangements have been 
used on all covers, and whilst Sulzer engines have 
always been remarkable for their lack of oil leaks, 
the situation should be even further improved with 
the new covers, 


Four-Point Mounting 

Engine mounting is still on hard rubber strips, 
but a four-point suspension is now used instead of 
the previous six, which makes the fitting of the 
engine in a locomotive very much easier. The 
generator is again mounted on the crankcase exten- 
sion arms, but instead of the use of shims to adjust 
the generator, transverse adjusting screws have 
now been let into the crankcase arms, making the 
assembly work very much quicker. The generator 
air is discharged out of the locomotive, but the 
generator outlet casing is now one half only, with 
the crankcase arms, generator end shield and 
engine end cover forming the lower part of the air 
duct. This arrangement makes the attachment of 
the fan casing very much easier. The engine 
barring gear is still fitted to the generator fan, as 
has been the case on previous engines. 

The engine is solidly bolted to the generator 
coupling fiange, but now this is done through ten- 
sion bolts instead of through fitted bolts, so that 
no reaming of the coupling flanges is required. 
There is no flywheel on the engine as the generator 
rotor has been designed to fulfil this function; 
crankshaft and generator operate as a complete 
unit. The free end of the crankshaft is fitted with 
a Holset instead of a Sarazin damper in the present 
version of the engine; this again is a device requir- 
ing less attention in maintenance. The resulting 
torsional vibrations have been checked and have 
been found to be within the same limits as those 
with the Sarazin damper. 


Other Changes 

There are additionally numerous changes to 
smaller components; the designers have ensured 
that the latest ideas on small bearings and on lock- 
ing of components are used on the engines which 
are now going into service in large numbers with 
British Railways. The majority of the engines are 
being built by Vickers-Armstrongs at Barrow at 
the rate of 12 a month and a description of the 
arrangements there, which we were able to inspect 


" Central 


sham. From June, 1959, the locomotives will cover 
a wider range of duties hauling freight traffic and 
inter-regional passenger services which cannot be 
operated by electric locomotives or electric 
multiple-unit sets. The 10 remaining locomotives 
are for use in the Eastern Region and will be based 
on Stratford, where they will be employed mainly 
on freight duties. 





. 
SOUTHERN REGION 


Traffic Organisation 


IRST steps towards decentralisation of the 
traffic organisation of the Southern Region of 
British Railways have been announced by 

the Southern Area Board this week. The region 
will, in future, be organised in three traffic 
divisions, South Eastern (London East district), 
(London Central district) and South 
Western (London West, Southampton and Exeter 
districts), corresponding roughly with the former 
South Eastern and Chatham, London Brighton and 
South Coast, and the London and South Western 
Railways. Traffic working in each of these divisions 
will ultimately be in charge of a line traffic 
manager. 

The first stage of the reorganisation will take 
place on October 5, when the first of these traffic 
divisions, the South Eastern, will be set up. Mr. 
P. A. White has been appointed line traffic 
manager, South Eastern Division, and will be 
responsible for the day-to-day working of the 
division from offices at 61 Queen Street, next to 
Cannon Street Station. 


Co-ordination of Work 

From the same date there will no longer be 
separate operating and commercial departments at 
headquarters, but the work of the line traffic 
Managers, as they are appointed, will be co- 
ordinated an assistant general manager (traffic). 
Mr. S. A, Fitch, at present chief operating super- 
intendent, has been appointed to this post. 

Mr. W. H. F. Mepsted, now chief commercial 
manager, is to advise on long-term traffic develop- 
ment. He will make a study of trends in popula- 
tion, housing and industrial developments, as well 
as travel habits and their effect on the peak hour 
problem so far as the Southern Region is concerned. 

Mr. Fitch, assistant general manager (traffic) 
will be assisted at headquarters by an operating 
officer, a commercial officer and a motive power 
officer. These positions will be filled respectively 
by Mr. A. Earle Edwards, Mr. G. Wynne Davies 
and Mr. G. A. Weeden. 





Almacen Electra S.A., P.O. Box 730, San Jose, 
has been appointed sole agent for the sale of Ley- 
land, Albion and Scammell vehicles in Costa Rica. 
S.A.M.D.A.C.O., which is already Leyland agent 
for the whole of Brazil, has now been appointed 
agent for Albion and Scammell vehicles throughout 
the country. The company’s address has also been 
changed to Caixa Postal 3934, Sdo Paulo, Brazil. 
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SOCIAL AND PERSONAL 





Transport Commissioner for Wales 


‘A PPOINTMENT has been announced by the 

Minister of Transport and Civil Aviation of 

a Transport Commissioner for Wales and 
Monmouthshire with effect from October 1. This 
implements the Government's policy that a senior 
civil servant should represent the Department 
generally in Wales. In addition he will undertake 
all the responsibilities and duties which are nor- 
mally those of a regional transport commissioner. 
As well as representing the Ministry in Wales and 
Monmouthshire he will report to the Ministry Welsh 
public opinion on the Ministry's activities and on 
transport questions affecting it. There will, in 
addition, be a Chairman of Traffic Commissioners 
and Licensing Authority for the South Wales area 
who, as and when required, will act as Deputy 
Transport Commissioner. Mr. A. G. Curtis, 
O.B.E., will be Transport Commissioner for Wales 
and Monmouthshire and Mr. I. Owen, M.B.E., 
Chairman of Traffic Commissioners and Licensing 
Authority for the South Wales Traffic Area as well 
as Deputy Transport Commissioner. Mr. C. R. 
Hodgson, O.B.E., the present Chairman of the 
Trafic Commissioners and Licensing Authority for 
the South Wales Traffic Area, will take over from 
Mr. Curtis the chairmanship of the Traffic Com- 
missioners and be Licensing Authority for the East 
Midland Traffic Area. 

* + * 

As recorded in our last issue, Mr. P. H. St. John 
Wilson, C.B., C.B.E., has been appointed Chief 
Industrial Commissioner of the Ministry of Labour 
to succeed Sir Wilfred Neden on his retirement on 
August 24. Mr. Wilson has been Under Secretary 
of the industrial relations department of the 
Ministry of Labour since January, 1957. His new 
post carries a rank equivalent to Deputy Secretary. 
Mr. Wilson was educated at Cheltenham College 
and at Corpus Christi College, Cambridge, where 
he took classics and history and was elected a 
foundation scholar in 1928. He joined the Ministry 
in 1930 as an assistant principal. All his early 
experience was in employment and training and 
unemployment insurance work, except for a two- 
year period from 1934 to 1936 when he was Private 
Secretary to the Parliamentary Secretary. He was 
promoted principal in 1936, and in 1941 he went 
to Newcastle as Regional Controller of the Northern 


Region. Three years later he went to Edinburgh 
to take control of the department’s office in Scot- 
He was promoted Assistant Secretary in 
Mr. St. John Wilson returned to head- 


land. 
1946. 


Institute of Transport Awards 


ey Institute of Transport announces that its 
Award of Merit is to be given to Marshal of 
the Royal Air Force Lord Douglas of 
Kirtleside, member of council of the Institute and 
chairman, British European Airways, for his 1957 
Brancker Memorial Lecture on ‘‘The Economics of 
Speed.’’ The Award of Merit is presented not more 
frequently than once in three years to a member 
in recognition of a conspicuous contribution to the 
promotion of the knowledge of transport. The 
Award, which takes the form of a bronze statuette 
of Pegasus, was last presented in 1953 to Sir 
Reginald Wilson. The Institute of Transport also 
announces the following awards for papers sub- 
mitted during the 1957-58 session and in respect 
of successes at the Institute of Transport examina- 
tions held in May, 1958: 

British Transport Commission Awards: (1) to E. W. Arkle, 
M.Inst.T., director of traffic services, British Railways (L.M 
Region) for his paper on “Railway Management’’; (2) to S. E. 
Raymond, M. Inst. chief commercial manager, British Rail 
ways (Scottish Region) for his paper on “Selling transport, with 
particular reference to British Railways’’; (3) to F. G. Comeskey, 
A.M. Inst.T., assistant, British Transport Commission Costing 
Service, Cardiff, for his paper on ‘The pattern of inland trans- 

rt’’; (4) to M. Rourke (graduate), E.T. trainee with the 

orth-Western Road Car Co., Limited, for his paper on ‘‘The 
scope and function of traffic eo in road passenger 
transport’; 4 to B. M. Wardell (student), stationmaster and 
goods agent, British Railways (N.E. Region), for his paper on 
“Marshalling yards.” 

Road Transport (Passenger) Medal: to D. M. Sinclair, general 
manager, Birmingham and Midland Motor Omnibus Co., 
Limited, for his paper on ‘‘Relations in industry.” 

Dock and Harbour Authorities Association Studentship: to 
B. R. Hellman (student), clerical officer, Port of London 
Authority, for his paper on ‘Future trends in cargo handling 
and carrying.” 

The Institute Graduate Award: to A. J. Allum ( 
commercial representative, British Road Services, for 
on “A road over the sea.” 

“Modern Transport’ Award; to T. J. Donovan (graduate), 
clerical officer, road freight section, Coras Iompair Eireann, for 
his paper on “Productivity in road freight transport.” 

Graduateship Examination Prizes: (a) for first pece to J. R 
Basham, costings clerk, Thames Steam Tug and Lighterage Co., 
Limited; (b) for second place to G. Jones, air traffic control 
officer (Manchester), Ministry of Transport and Civil Aviation. 

British and White-Smith Air Transport Prize (for a specially 
praiseworthy performance at the graduateship examination by a 
student e in air transport): to Captain D. F. Wilson 
(student), training captain (Jersey), British European Airways. 

“General Steam” Award (for the best all-round performance in 
his final stage of the examinations by a graduate or student 
employed by a firm of British shipowners or ship-managing 
onset: to J. A. Lugsden, assistant mane, oe shipping 
supply department, the Shell Petroleum Co., Limited. 

. . . 

Dr. F. T. Barwell, Wh.Sch,, Ph.D., B.Sc.(Eng.), 
M.1.Mech.E., A.M.I.E.E., M.I.Loco.E., who has 
been appointed electric traction engineer (research), 
B.R. Central Staff, commenced his training as a 


duate), 
is paper 





Mr. P. H. St. John Wilson 


quarters in 1952 when he was promoted Under 
Secretary and took charge of the youth employment 
and disabled persons department. In 1954 he was 
chairman of the committee on the training of 
supervisors, and from 1953 to 1956 he was a mem- 
ber of the Piercy committee on the rehabilitation 
of the disabled. He was awarded the C.B.E. in 
1951 and the C.B. in 1956. 
* * 7 

The Hon. Alexander Hood, a director of 
J. Henry Schroder and Co., Limited, merchant 
bankers, has joined the board of Petrofina 
(Great Britain), Limited. 

* ¥ * 

We regret to record the death, aged 63, of 
Mr. John Atherton, M.Inst.T., general manager of 
Eastbourne Corporation Transport Department 
since 1939. Mr. Ather- 
ton joined Wigan 
Corporation Tramways 
on leaving school and 
was with the Barnsley 
and District Traction 
Co., Limited, from 
1913 to 1931. He was 
then appointed general 
manager of Leigh Cor- 
poration Transport from 
whence he went south 
to Eastbourne, He had 
been a member of the 
councils of the Public 
Transport Association 
and the Municipal 
Passenger Transport 
Association, a member 
of the Southern area 
committee of the Insti- 
tute of Transport and of the Sussex group. An 
unquenchable enthusiast for all that pertained to 
bus operation, Jack Atherton will be greatly missed 
at the functions of these bodies which he so 
enjoyed attending. 

* 





The late Mr. J. 
Atherton 


* * 

Sir Charles Geddes, part-time member of London 
Transport Executive, upon whom a life peerage has 
been conferred, has chosen the title Baron Geddes 
of Epsom, of Epsom in the county of Surrey. 

© * . 


The West Midland divisional dinner of the 
Traders’ Road Transport Association has been 
arranged for Friday, October 10, at the Grand 
Hotel, Birmingham. 

* * * 

The death has occurred of Mr. Thomas Brisbane 
Meikle, O.B.E., Scottish regional secretary of the 
Ege ai and General Workers’ Union since 1944. 
Mr. Meikle, who was 60, became a full-time official 
of the union in 1930, when he was appointed Leith 
district secretary. He went to Glasgow in 1941 to 
become dock trades Boy secretary. He was a 

t chairman of the Scottish ‘Trades Union 

ngress and served on several Government and 
other bodies, including the Transport Users’ Con- 
sultative Committee, and the Highlands and 
Islands Advisory Panel. 





Dr. F. T. Barwell 


premium apprentice in the chief mechanical en- 
gineer’s department of the Great Western Railway 
at Swindon in 1927. After experience in the test 
house and drawing office at Swindon, he studied 
railway motive power engineering at the City and 
Guilds College (Imperial College), South Kensing- 
ton, during the tenure of a Whitworth scholarship. 
Following study of electric railway work with the 
London Passenger Transport Board at Acton Works 
and Golders Green, he was awarded a Robert Blair 
fellowship which enabled him to spend a year 
studying electric and diese) railway traction in 
Europe and North America. In 1939 he joined the 
scientific staff of the National Physical Laboratory 
and in 1948 was appointed head of the lubrication 
and wear division of the newly formed Mechanical 
Engineering Research Organisation, where he was 
responsible for a series of researches ranging from 
the properties of surfaces to high speed bearings, 
including a study of adhesion between wheels and 
rail. Dr. Barwell is the author of some fifty 
scientific and technical papers and of a book, 
Lubrication and Bearings. He is a member of 
council of the Institution of Engineers and Ship- 
builders in Scotland and honorary treasurer of the 
Whitworth Society. 
a * * 

From August 18 the hon. general secretary of the 
Institution of Railway Signal Engineers will be 
Mr. R. L. Weedon. His address is Room 252, 222 
Marylebone Road, London, N.W.1. (Telephone 
number, AMBassador 7711, Extension 74). 

* * * 

The British India Steam Navigation Co., Limited, 
has aoe Captain Reginald Harold Arthur 
Bond, O.B.E., commodore of its fleet. He succeeds 
Commodore M. C. Williams, who is to proceed on 
leave preparatory to retirement. 

* * * 

The British Transport Commission announces the 
appointment of Mr, R. C. Bond, at present chief 
mechanical engineer, British Railways Central 
Staff, to succeed Mr. John Ratter as technical 
adviser at Commission headquarters on October 1, 
1958, when Mr, Ratter will become a full-time 
member of the Commission. 

. * * 

As a result of recent retirements, a number of 
area and staff changes has been made in the home 
sales and service organisation of C.A.V., Limited; 
Mr. W. H. Simpson is now North Eastern area 
manager, Mr. M. J. Reynolds is North Western 
area manager and Mr, R. H. Lewis is area manager 
in the South West. Mr. D. Brown is area manager 
for Central and South Wales. 

* * * 

Mr. G. H. Walton, joint general manager of 
British Insulated Callender’s Construction Co., 
Limited, with Mr. O. J. Crompton since 1956, has 
relinquished his executive duties on reaching 
retirement age. He continues to be available for 
consultation and for epestel duties as may be 
required, Mr. Crompton been a ted general 
manager of the company and Mr. G, A, Rendle has 
been appointed deputy general manager. 


RESIGNALLING 
AT DUMFRIES 


In this installation 
recently completed by 
the Scottish Region, an 
extensive programme 
of simplification and re- 
arrangement has been 
carried out, in which 
five signal boxes have 
been replaced by two. 


Pan 





Australia— McKenzie & Holl 
South Africa—Westinghouse Brake & Signal Co. $.A. (Pty.) Ltd. 
Johannesburg, Agents—Bellamy & Lambie, Johannesburg. 













CONTROL PANEL, 
DUMFRIES STATION 


Photos by courtesy of 
British Railways, 
Scottish Region 


RELAY ROOM, 
DUMFRIES STATION BOX 





BIEL PAGO. yg 6s Pelee Cada 


Westinghouse plug-in type 
relays are installed, and the 
relay racks, as well as the 
control panel, were supplied 
completely prewired. 


FOR SIGNAL 
INSTALLATION 
in the modern way— 





Consult: 


Westinghouse Brake and Signal €o. Ltd. 
82 York Way, Kings Cross, London, N.1 
india—Saxby & Farmer (india) Private Ltd., Calcutta 
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IMPORTANT CONTRACTS 
More British Railways Diesels 





be ae important contracts for 83 main-line 
diesel locomotives are announced by the 
British Transport Commission, 63 of 2,000 
h.p. (Type 4), with a maximum speed of 90 m.p.h., 
for express passenger and freight services and 20 
of 1,100 h.p. (Type 2) capable of 75 m.p.h. on 
general mixed-traffic duties. Orders for 124 Type 2 
locomotives were placed three weeks ago. Of the 
present orders, the North British Locomotive Co., 
Limited, is to supply 33 2,000-h.p. diesel-hydraulic 
and 20 1,100-h.p. diesel-electric locomotives and 
the English Electric Co., Limited, 30 2,000-h.p. 
diesel-electric locomotives, The 33 North British 
locomotives are for the Western Region for intro- 
duction from early 1960 and represent the final 
instalment of a scheme for the complete replace- 
ment of over 200 steam locomotives by 129 diesel- 
hydraulic locomotives on services west of Newton 
Abbot, and on many through trains between Pad- 
dington, Bristol and the West Country. 
Deliveries of the diesel-electric locomotives of 
both power ranges will begin in 1959. They will be 
illocated to areas now being selected where the 
early introduction of diesel traction is expected to 
have the greatest economic effect. The 30 English 
Electric locomotives will be of similar design to 
10 ordered in 1955 and now in course of delivery, 
the first of which made its inaugural run between 
London and Norwich in April this year. With the 
order for 40 locomotives of various types in 1955 
and the recent order for 22 3,300-h.p. Deltics, 
English Electric is now contributing nearly 100 
main-line diesels to British Railways modernisation 
as well as over 600 equipments for shunting loco- 
motives. 


Ford Lighting Contract for G.E.C. 

A contract for the supply of 10,000 fluorescent 
lighting fittings has been awarded to the General 
Electric Co., Limited, by the Ford Motor Co., 
Limited. The fittings comprise twin-tube vitreous 
enamelled trough reflectors with switchless start 
gear, for suspension from about 110,000 ft. of 
specially designed G.E.C. cable trunking. They 
will be installed in the new body assembly build- 
ing now being erected for the Ford company at 
its Dagenham works. 


Cubana Doubles Britannia Order 

Compania Cubana de Aviacion has increased its 
order for Bristol Britannias from two to four air- 
craft, bringing the total value of the sale to 
$14 million and the total number of Britannias 
sold to 76. The first two Britannias for Cubana, 
ordered in May, 1957, are scheduled for delivery at 
the end of this year. The remaining aircraft will be 
delivered in the spring of 1959. An agreement be- 
tween the Bristol Aeroplane Company and Cubana 
has also been reached for the formation of a joint 
engine overhaul base to be set up in Havana. 


Eastern Region Contracts 
The Eastern Region of British Railways has 
placed the following contracts: 


Dorman Long (Bridge and Engineering), Limited, Luton, for 
pa, + eee ot bridge between Cambridge Heath and 
ondon rieids 

Standard Telephones and Cables, Limited, London, N.W.11, 
for supply and installation of train describer equipment at 
Romford, Gidea Park, Brentwood, Sheffield, Potters Bar and 
New Barnet 

Troughton and Young, Limited, London, S.W.3, for electrical 
installation in new car shed, staff accommodation block, boiler 
house block, garage and petrol store at extension of Ilford 
ic train depot 
H. Wheeler and Co., Limited, Sheffield, 1, for electrical 
installations at new goods depot, Lincoln. 








Rising Demand for Indian Comets 

Demands continue to rise for both passenger and 
goods chassis in the Leyland Comet range many- 
factured in India by Ashok Leyland, Limited, from 
operators in various states. Among recent con- 
tracts, Madras State Transport has placed orders 
for 60 Comet passenger chassis with Ashok Leyland 
They will have bodies built on them at the Madras 
State Government Transport Workshop at Chrome- 
pet and will bring the total of Comet buses in their 
fleet to 150. A repeat order for 60 Comets comes 
from the Andhra Pradesh Transport Corporation, 
while the first order for bus chassis to be placed 
with Ashok Leyland has been received from the 
transport controller, Jammu and Kashmir State 
Government, following the purchase of 12 Comet 
goods chassis last year 


North Eastern Region Contracts 
Among recent contracts placed by the North 
Eastern Region of British Railways are: 
Fairburn, Limited, Hull, for electrical installation at 
Hull Botanic Gardens diesel maintenance depot. 
Northern Tubular Buildings, Limited, Newcastle, for steel- 
work for Simonside wagon depot 
Tarslag, Limited, Stockton-on-Tees, for prestressed concrete 
beams at Leeds Neville Hill diesel depot 
Brush Electrical Engineering, Limited, Loughborough, for 
sub-station m.v. switchboard at Newcastle Heaton shops 
Simon Hydraulic, Limited, Dudley, for two Simon hydraulic 
Piatiorms 
Noble and Lund, Limited, Gateshead, for a cold circular saw. 
Ormerod Shapers, Limited, Hebden Bridge, for a 24-in. shaping 
machine 
John Thompson (Wilson Boilers), Limited, Glasgow, for a 
horizontal oil-fired boiler 
Tubewrights, Limited, London, for tubular steel floodlightng 
towers at York up-marshaling yards. 
Consolidated Pneumatic Tool Co., Limited, Gateshead, for 
15 1}-in. drilling machines 
Jas. Austin and Sons, Limited, Dewsbury, for steelwork for 
bridge at Sweet Street, eds. 
L Abdale (Building Contractors), Limited, Darlington, for 
replacement 3o-ton weighbridge at West Hartlepool goods station. 
Feska Industrial Equipment, Limited, London, for two 
carriage-lifting jacks 


SHIPPING and SHIPBUILDING 


Air-Conditioning Pacific Fleets 


| bee air-conditioning is to be installed in seven 
postwar P. and O. and Orient liners which 
are to be operated on the near Pacific routes, 
where American travellers are expected to be 
numerous. The seven liners are the Orient Line 
Orcades, Oronsay and Orsova, and the P. and O. 
liners Arcadia, Chusan, Himalaya and Iberia. Work 
is to commence on the Orcades in Belfast from 
December to March and others will follow at inter- 
vals over about 24 months. The cost of this pro- 
gramme, probably the largest ever undertaken, 
will be very considerable. The new P. and O. 
Canberra and the Orient Line Oriana will be fully 
air-conditioned. 


Colombo Takeover Consummated 


FORMAL takeover of Colombo port handling of 
cargo and lighterage by the Government- 
organised Port Cargo Corporation took effect on 
August 1 and was marked by initiation ceremonies 
on the previous day in which the Prime Minister of 
Ceylon, Mr. S. Bandaranaike, participated 


Sale of “Dunnottar Castle” 


(THE Union-Castle liner Dunnottar Castle, 15,054 
gross tons, has been purchased by Incres 
Steamship Company which intends to operate her 
between New York and Nassau. The vessel will be 
handed over upon completion of discharge in 
London, about the middle of this month. 


C.E.A. Colliers Sold 


YONVERSION of a number of power stations 
from coal to oil burning has prompted the 
Central Electricity Authority to decide upon a 
running-down of its fleet over the next few years. 
It has recently disposed of five of its fleet of about 
50 colliers and intends to sell a further 20. The 
majority of these ships is managed by Stephenson 
Clarke, Limited, Newcastle upon Tyne, others by 
William Cory and Son, Limited, London. 








Move to Glasgow 

(THE B.P. Clyde Tanker Co., Limited, is moving 

from the British Petroleum headquarters in 
London to 53 Bothwell Street, Glasgow, where asso- 
ciated companies, Scottish Oils, Limited, Scottish 
Oils and Shell-Mex, Limited, and Irano Products, 
Limited, are already housed. It will be recalled 
that it was decided last year, owing to the very 
large size of the fleet under B.P. Tanker operational 
management, to transfer a part of this fleet to a 
separate company in the interests of administrative 
efficiency. Since then nine tankers of 12-16,000 
tons deadweight have ben transferred, each now 
bearing the prefix Clyde as part of their names and 
a tenth will be added shortly. 


New N.Y. Freight Pier for Cunard 
YHE Cunard Steamship Co., Limited, it is 
reported, is negotiating for the construction 
of a new $5,500,000 pier on the Hudson River to 
complete a three-pier terminal, pier 94, where, 
eventually all passenger and cargo operations will 
be established. At present, freight operations are 
scattered on both sides of the Hudson River—on 
the New Jersey as well as the New York shores. 
Some Cunard ships now load and discharge cargo 
in Brooklyn and Port Newark, while others use the 
company’s two piers in Manhattan. The new pier, 
exclusively for freight, would be alongside the exist- 
ing two Cunard piers 90 and 92 in Manhattan. The 
Port of New York Authority is at present engaged 
in a programme of demolishing obsolete piers and 
constructing more efficient facilities. 


* 
TENDERS INVITED 


HE following items are extracted from the Board of Trade 
Special Register Service of information. inquiries should 
be addressed, quoting reference number where given, to the 

Export Services Branch, Board of Trade, Lacon House, Theobaids 
Road, London, W.C.!. 








August 23—Formosa.—lInternational Co-operation Adminis 
tration for two 75-h.p. four-wheel-drive diesel GraDERS. Tenders 
to the Centra] Trust of China, Purchasing Department, 68 Yen 
Ping Nan Road, Taipei, Taiwan. (ESB/18773/1CA.) 

August 28—Belgian Congo.—Ministry of Colonies, Brussels 
for 10 diesel-engined heavy-duty TIPPING BUCKETS. Copies of 
the specification obtainable from the Service des Appro- 
visionnements du Ministére des Colonies, 1 rue de la Régence, 
Brussels, for B. Fr. 50. (ESB/17981/ 58.) 

September 3—Burma.—lInternational Co-operation Adminis 
tration for six 25-30 h.p. INDUSTRIAL DIESEL TRACTORS suitable 
for towing two 3ton trailers, SPARE PARTS for two years’ main- 
tenance and 18 3ton capacity four-wheeled FLAT TRAILERS with 
about 12 ft. by 6 ft. platform. Tenders to the Deputy Chair- 
man (Administration), State Agricultural Marketing Board, 
70 Phayre Street, Rangoon. (ESB/17609/58/ICA.) 

September 8—Portuguese East Africa.—Ports, Railways and 
Transport Department for two mineral and coal LOADING 
SHOVELS. Photocopies of tender documents from Export Ser 
vices Branch, B of , price 1s. (ESB/ 19051 / 58.) 

September 8—Thailand.—Thai Sugar Organisation for two 
105-112 b.h.p. DIESEL LocoMoTIvES, about 912 metric tons for 
75-mm gauge. Interested firms should purchase tender forms 
and full particulars from the Account Section, Thai Sugar 
Organisation, Ministry of Industries, Vang-Daeng, price 
Baht 50.00 per set. (ESB/19040/ 58.) 

Advance Information—Union of South Africa.—The Con- 
troller of Stores, Pretoria Municipality, intends to issue shortly 
a request for tenders for the supply over two years of 21 
SINGLE-DECK BUSES. 





More space and improved transport facilities 
result from removal of its offices by Lister Equip- 
ment, Limited, to 31 Minshull Street, Manchester, 
1. The telephone number, Central 8612, remains 
unchanged. 





Editorial reference is made on page 1 to the Park Royal railbuses with B.U.T. engine working 
from the Bedford motive power depot of the London Midland Region. A description of the 
46-seat vehicles will appear in a subsequent issue 























TWO-CYCLE DIESEL ENGINES 
AND 


FOUR-CYCLE SUPERCHARGED DIESEL ENGINES 


FOR 
RAIL TRACTION 
Supplied as straight in-line or ‘V’ type . 
units in powers from 250 b.h.p. to 2,000 b.h.p. 
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A.E.G. ‘RELIANCE’ 


The single-decker designed 
for today’s needs 





An A.E.C. ‘Reliance’ with a 
41-seater Weymann body in 
the well-known ‘ Devon 
General’ fleet. This now 
numbers over 250 A.E.C. 
single and double-deckers. 


A tough chassis for hard, sustained service, a medium weight chassis for 
real operating economy, a lively, well-proved A.E.C. 112 b.h.p. engine 
—that’s the ‘Reliance’. It is the ideal combination for bus and coach 
work, Its availability is constant—its maintenance costs surprisingly 
low. Passengers praise the ‘Reliance’ for its smooth comfort; drivers for 
its almost effortless control. And operators know that its consistently 
low running costs make it the most practical chassis for today’s needs. 
The ‘Reliance’ will take up to 45 seated passengers, give 16-20 m.p.g. 
It has a hydraulic clutch with 5-speed synchromesh gearbox or 2-pedal 
*“Monocontrol’ transmission. Now, as a further feature, ‘Automono- 
control’ transmission is available. Write for full technical details. 


\7/ 
ou TH A.C.V. SALES LTD., 49 Berkeley Square, London, W.1 


THE A.C. V. GROUP OF COMPANIES INCLUDES A.E.C. AND THE MAUDSLAY MOTOR CO. 
Cv/434 
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